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ABSTRACT 
 
Pedestrianisation has been implemented in various locations by the Transport 
Department since year 2000 in Hong Kong. The main objectives of pedestrianisation 
are to separate pedestrians and traffic at the crowded areas and improve the overall 
pedestrian environment for the public. Several studies concluded that the 
implementation of pedestrianisation would impose certain positive effects on 
economic activities. For example, retail sector might be benefited from the 
establishment of pedestrianisation. Most of them, however, were conducted in foreign 
countries such as German and UK. Similar studies could hardly be found in Asian 
Cities. Moreover, most of the studies were carried out by conducting surveys or 
questionnaires and hence only little quantitative evidence is available with respect to 
the link between pedestrianisation and rental values of retail shops in the 
pedestrianised area.  
 
This dissertation is written to examine empirically the impact of pedestrianisation on 
rental value in Hong Kong by use of the Cross-Sectional Inter-Temporal Hedonic 
Pricing Model. This model can separate the value enhancement effect of 
pedestrianisation from other confounding factors effectively. The results imply that 
the implementation of pedestrianisation brought about a net 52 per cent increase in 
rental value of retail shops in the pedestrianised area, ceteris paribus. The reasons 
behind such an increase in rental values are believed to be an improvement of 
pedestrian environment and hence more pedestrians are being attracted to these 
pleasant and environmental-friendly pedestrianised areas. 
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CHAPTER 1   INTRODUCTION 
 
1.1. Background of the Study 
Hong Kong has long been dubbed as a “Shopping Paradise” having many shopping 
malls, shopping streets and markets. In Hong Kong, various shops can be found. From 
glitzy malls to funky street markets, and trendy boutiques to traditional Chinese 
product stores and themed shopping districts, all can be easily found in Hong Kong.  
Shopping, perhaps, is one of the main entertainments to most Hong Kong people in 
their leisure time.  
 
However, some researchers suggested that outdoor shopping (or shopping in streets) 
may be not as enjoyable as indoor shopping (or shopping in shopping malls) (Cheung, 
2006).  One of the reasons might be the poor outdoor environment in the dense 
popular shopping areas. The pedestrian roads in these areas are usually very narrow. 
Vehicles running busily nearby generate much irritating exhaust gas to the pedestrians, 
too. It is uncomfortable for the pedestrians to shop in these crowded and nasty streets. 
Hence, pedestrians may no longer enjoy their shopping in a pleasant and comfortable 
outdoor environment.  
 
To deal with the problem, Government has implemented several car restraining 
measures such as pedestrianisation. Started from year 2000, Transport Department has 
implemented pedestrianisation in several areas such as Mongkok, Causeway Bay and 
Tsim Sha Tsui, etc. According to Transport Department (2008), the selection criteria 
are mainly based on the pedestrian capacity, public demand and land use. The prime 
objective of scheme is to provide a better outdoor shopping environment to the 
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pedestrian. It makes outdoor shopping activities more attractive and enjoyable to the 
public in the pedestrianisation areas. Public, especially the visitors to the subject areas, 
is better off under the scheme since they could enjoy better shopping environment. 
The scheme seems to be a public policy to achieve better outdoor environment in the 
district. In fact, the policy could also be viewed economically which raises economic 
impact to the area. In addition to the improvement in environment, positive 
externalities might also be exerted to the retail shops in the district. 
 
From observation, most of the pedestrianised areas are located at streets which are full 
of retail shops. It seems that the pedestrianisation can improve the overall pedestrian 
environment and more visitors may be attracted to the area. Thus, more retail shops 
would like to anchor in the pedestrianised area resulting in a great competition for 
retail area there. By the Law of Demand and Supply, the property value in the 
pedestrian priority zone would be bided up as a result (Chau et al., 2000). Hence, 
positive externality might be resulted to the landlords in the area.   
 
To investigate the applicability of the above theory, this study is based on the impact 
of the application of a road traffic assignment model – Pedestrianisation on the value 
of neighborhood property. Rental values of retail shops nearby will be studies in this 
research. This study can show that if there will be any effect on the property market 
by changes in the characteristics of the transport system. 
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1.2. Research Question 
The research question of this study is whether the implementation of pedestrianisation 
has a positive relationship with the rental value of retail shops nearby. Before 
investigating into this issue, definition and potential benefits of pedestrianisation will 
be studied through reviewing different literatures. Then, the rationale of 
pedestrianisation in Hong Kong will also be discussed.  
 
1.3. Research Objectives 
In Hong Kong, pedestrianisation has been adopted for more than eight years. Fair 
numbers of studies have been conducted to examine the effectiveness of 
pedestrianisation in foreign countries. However, little empirical and theoretical 
researches have been carried out in respect of the relationship between 
pedestrianisation and retail activities in Asian Cities. This study aims to fill in the gap 
by investigating the effect of pedestrianisation on rental values of retail shops nearby 
in Hong Kong. To achieve this aim, there are three objectives for the study: 
 
? To study the rationale of pedestrianisation; 
? To examine the major factors affecting rental values; 
? To investigate the effect of pedestrianisation on rental values 
 
1.4. Research Hypothesis 
The hypothesis in the study is that the implementation of a pedestrianisation scheme 
would positively affect the rental values of retail shops nearby, keeping other things 
being equal. The reason of such value enhancement effect of retail shops is contended 
to be due to the enhanced overall pedestrian environment achieved directly from the 
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preliminary objective of the scheme.    
 
As vehicular access is restricted under the scheme, people can enjoy shopping in a 
more pleasant and safety environment. Most likely, people would be attracted to the 
pedestrian area so that pedestrian flow will also be increased in the area. Suggested by 
O'Roarty et al. (1997), the importance of the location of the store and its impact on 
trade accounts for "position" is commonly achieved by the maximum pedestrian flow. 
It showed that there is a strong relationship between the value of retail locations and 
the pedestrian flow.  
 
1.5. Importance of the Study 
In Hong Kong, pedestrian scheme is one of the traffic limitation policies, which is 
intended to smooth the flow of traffic and reduce the adverse environmental and 
safety effects of the car. It seems that most of the benefits are given to the pedestrians. 
Obviously, pedestrians are normally enthusiastic to the scheme. Yet, local retailers 
would doubt that if the scheme may probably remove the businesses from passing 
traffic.  
 
This dissertation, therefore, would like to provide some useful information for the 
retailers about their queries. Furthermore, it would also provide some directions for 
the government to review the effectiveness of existing pedestrian scheme from other 
perspectives such as economic and social.  
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1.6. Methodology Framework 
In this dissertation, the pedestrian street – Sai Yeung Choi Street South is selected to 
be the area for testing the hypothesis of this study. The value enhancement effect of 
pedestrianisation will then be tested by comparing the price difference between the 
pedestrian street and a control street before and after pedestrianisation with the use of 
a cross-sectional inter-temporal hedonic pricing model. 
 
1.7. Structure of the Study 
The study is organized as follows: 
 
? Chapter 1: The chapter includes background of study, research question, research 
objectives, hypothesis, Important of the Study, Methodology Framework and the 
structure of this dissertation. 
 
? Chapter 2: A literature review on various definitions of pedestrianisation, 
potential benefits of the implement of pedestrianisation and its impact on 
retailing will be provided in this chapter.  
 
? Chapter 3: This chapter will provide some general information about 
pedestrianisation in Hong Kong which includes the purposes of pedestrianisation, 
types of pedestrianisation and the selection criteria of the scheme.  
 
? Chapter 4: Background of Mongkok will be presented in this chapter. After that, 
the reasons of choosing the two streets in Mongkok: Sai Yeung Choi Street South 
and Fa Yuen Street as the selected studied areas in this dissertation will also be 
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addressed.  
 
? Chapter 5: This chapter will describe the methodology of analysis of this 
dissertation. In this study, hedonic pricing model with a cross-sectional 
inter-temporal data analysis will be carried out. This methodology aims to 
distinguish the effect of pedestrianisation from those of other characteristics, 
such as locational difference.  
 
? Chapter 6: This chapter will explain the principle of Rateable Value and the 
reasons of choosing Rateable Value as a proxy for rental values in this study. 
Then, the sources and reliability of the data will be also stated.  
 
? Chapter 7: This chapter will present and analysis the empirical result of this study. 
Finally, the implications of the result will be discussed.  
 
? Chapter 8: This chapter is a conclusion which aims to revisit the findings of this 
dissertation. Finally, limitations of this study and suggestions of further on this 
research will be discussed at the end.  
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CHAPTER 2   LITERATURE REVIEW 
In this chapter, I would like to go through various past and current literatures which 
related to my study. They are grouped into four parts which are (1) definition of 
pedestrianisation; (2) benefits of pedestrianisation; (3) effect of pedestrian scheme on 
retailing; and (4) concluding remarks. 
 
2.1. Definition of Pedestrianisation 
The objective of this dissertation is to investigate the impact of pedestrianisation on 
rental values of retail shops nearby, and therefore it would be important to define the 
meaning of “pedestrianisation” first.  
 
Pedestrianisation which is a traffic policy is wisely adopted in many cities and there 
has been a long history on the implementation of pedestrianization in Europe and UK. 
The earliest pedestrianisation can be traced back to the 1960s. The United States 
experimented with installing pedestrian malls in their downtown areas, as a response 
to the commercial success of self-contained edge-of-town shopping malls.  
 
2.1.1. An area/street only for the pedestrians 
The definition of pedestrianisation was first suggested by Monheim (1975). He stated 
that pedestrianisation can be a street only for the use of pedestrians, with deliveries 
possible only at special daily hours, mostly rear deliveries and public transport access 
possible. Then, Brambilla and Longo (1977) tried to further consolidate the idea of 
pedestrianisation by explaining that pedestrianisation is an urban area where private 
motor vehicles have been banned and more important is that priority has been given to 
pedestrian movements and public transport.  
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Generally, from the public point of view, pedestrianisation may be as simply as an 
area where vehicles are not allowed to go and hence the whole street can be enjoyed 
by the pedestrians only.  
 
2.1.2. Pedestrianisation as a measure of transport planning 
From government point of view, pedestrianisation commonly acts as a traffic control 
measure. It aims to separate pedestrians from vehicular traffic and reduce traffic 
accidents. Such removal of traffic from existing streets is usually accompanied by 
suitable treatment in terms of paving, street furniture and other design details. 
Therefore, pedestrianisation is then distinguished from other traffic-free shopping 
environments, such as covered mall (Hass-Klau, 1993).  
 
In fact, there is no absolute definition for pedestrianisation so far. Different countries 
may have different types of pedestrianisation and it can be different in size and scale.  
Information about different types of pedestrianisation, hence, has been summarized in 
the following table 2.1. Actually, the most common character of pedestrianisation can 
be concluded as a street or area where the carriageway space which is car-free and has 
been reallocated to pedestrian use. Hence, these motor car-free zones may invite 
leisure strolling and numerous social and economic activities in an area where cars 
were once dominating (Yuen and Chor, 1997).  
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Table 2.1: Types of Pedestrianisation 
Type Description 
Pedestrian District It aims to eliminate vehicular traffic over a portion of a city, 
consider as a unit for historic, or commercial reasons. 
Pedestrian Street It is an individual street from which traffic has been restricted. 
Pedestrian-oriented amenities are probably introduced to 
encourage pedestrian movement. 
Pedestrian Mall The concept is similar to pedestrian street which intended to 
create favorable inner city shopping conditions analogous to 
those offered by suburban shopping malls. 
Semi Malls It is similar to transit way in their design and sometimes an 
interim step towards a large traffic ban. It may also be 
considered as partial improvement for the pedestrian 
environment. 
Transit Way It is pedestrian precincts that restrict, but do not totally ban, 
vehicles. Motor routes are narrowed to one or two lanes of 
roadways, while the rest of the street and sidewalk area is 
repaved and furnished for pedestrian. 
 
2.2. Benefits of Pedestrianisation 
As aforementioned, pedestrianisation scheme has been applied in different cities for a 
long time. Ideas of pedestrianisation have also been brought into Asian’s cities in the 
recent 20 years such as that in Japan, Singapore, Shanghai, and Beijing…etc. 
Certainly, there must be some benefits to attract different town planners for the 
implementation of pedestrianisation scheme in their city. The most common 
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advantages of pedestrianisation could be categorized into three: 1) environmental 
improvement, 2) economic development and 3) social benefits 
 
2.2.1. Environmental Improvement  
Pedestrianisation has always proven to be effective measures of improving lifestyle 
and safety to the residents. According to Brambilla and Longo (1977), 
pedestrianisation is a traffic-limitation policy that adopted by governments which 
intended to reduce the adverse environmental and safety effects of road traffic, to 
reclaim space for pedestrians and non-traffic activities, and, more fundamentally, to 
improve the urban environment as a place in which to live. It is a common belief that 
pedestrianisation can help alleviate and reduce air and noise pollution, as there would 
be a reduction in the number of motor vehicles and people will not rely too much on 
polluting transportation means. As a result, pedestrians can enjoy walking in a more 
environmental-friendly, safe and pleasant place. 
 
Reduction in Air Pollution 
In order to test the effect of environmental impacts of pedestrianisation, several 
studies have been conducted on this aspect in the UK and Europe. Most of them 
indicated that there are some positive impacts to the environment after the 
implementation of pedestrianisation. For example, Chiquetto (1997) analyzed the 
environmental impacts of pedestrianisation in Chester by the application of a suite of 
traffic and environmental predictive models. The results from the models showed that 
the pedestrianisation brings distinct variations in the levels of environmental impacts 
for different parts of the network, particularly in relation to different environmental 
indicators. In general term, the implementation of this scheme has proven to be 
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beneficial to the population of the town of Chester. Large reductions to the levels of 
environmental degradation have been found in central area, and such benefits accrue 
to a large number of people who live, work or undertake leisure activities on the 
pedestrianised roads (Chiquetto, 1997).  
 
Another similar research in relation to environmental aspect also supported the 
benefits with concrete figures: Air quality monitoring shows emission reductions by 
as much as 40 per cent for some pollutants in pedestrianised street (Lloyd Wright, 
2004). 
 
Reduction in Noise Pollution 
For the noise pollution, Brambilla and Longo (1977) has also proved that noise level 
has been reduced by 10 to 15 decibels by pedestrianisation. It should be noted that a 
decrease by 6 decibels equals to a 50% cut in perceived noise levels (City of Toronto 
Council and Committees, 1999).  
 
Improvement of lifestyle and safety 
Despite of distinct reduction in pollution, pedestrianisation and traffic calming have 
also been proven to be a effective measure of improving lifestyle and safety to the 
residents (Kumar, 2006). Studies of pedestrianisation in the UK and Dutch cities 
indicated that overall accident rates are reduced by 60%-80% after implementing 
pedestrian scheme and traffic deaths have been reduced about 50% within 10 years 
(Schlabbach, 1997; Lloyd Wright, 2004).  
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In summary, the implementation of pedestrianisation can help alleviate and reduce air 
and noise pollution. Traffic accidents and deaths have diminished in a certain way as 
well. As a result, a more attractive and safe street used by public will be generated 
because of the benefits of pedestrianisation. 
 
2.2.2. Economic Development 
From economic perspective, local property owners or investors may doubt that the 
removal of passing traffic which would have a negative impact on their business and 
their return. However, this perception has been proven to be wrong by various studies 
(Brambilla, 1977; Hass-Klau, 1985; Kumar, 2006). 
 
The first and reliable study related this aspect was carried by Brambilla and Longo 
(1977). He pointed out that the establishment of pedestrian scheme had certain 
potential for helping central business district through a combination of improved retail 
trade, new investors, and new development if it was properly implemented and 
managed.  
 
A recent study carried out by Whitehead et al. (2006) also proved that a pedestrian 
scheme leads a positive effect on different economic activities by use of DELTA 
land-use/economic models. This model can represent different kinds of decisions 
made by different categories of economic actors within an urban system explicitly. 
For example, the preferences and willingness of different actors would like to pay or 
market outcomes in the commercial, retail or industrial property sectors.   
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Result of his findings is shown in the following table: 
Table 2.2: Overall impact of public transport improvements on Manchester centre 
Employment +0.3%
Office 
Rent +1.3%
Floorspace 0.0%
Retail 
Rent +0.2%
Floorspace +0.2%
Residential 
Population +1.1%
Households +1.1%
Workers +1.4%
Non-workers +1.7%
Rent +0.7%
Floors +0.3%
(Source: Whitehead et al., 2006) 
 
The above table illustrates that pedestrian scheme can help increase employment, 
economic productivities, business activities and investment in different ways 
including office, retail and residential.  
 
Actually, the rationale behind the improvement in economic activities may not be 
difficult to understand. Pedestrian streets, usually, located in the city centers or major 
shopping areas. It is proved that pedestrian area is less polluted and provides a 
pleasant walking environment which has been explained in section 2.2.1. Such 
environment helps lead pedestrian streets to become an attractive public space for 
people to walk, to shop and to have fun with friends. Hence, pedestrian friendly street 
would increase the number of pedestrians to come downtown more often and to stay 
longer once they are there; the longer people stay, the more money they will spend 
there (Robertson, 1994). A Similar conclusion has also been drawn by Monheim 
(2002), the dramatic change that pedestrian areas have brought to some cities in 
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Europe can be inferred from high pedestrian volumes and also from the new 
businesses and shopping malls developing in these city centers. 
 
Citing the above reasons, pedestrianisation is believed to bring different economic 
benefits to both businesses in pedestrian precincts and even the whole cities which 
implemented the scheme. These economic benefits usually appear in forms of 
increased employment rate, business turnover, property values and population of 
locals and tourists, thereby drawing economic advantages to pedestrianised areas.  
 
2.2.3. Social Benefits  
These days, people in developed countries get used to reaching their destination by 
different motorized transport modes such as private cars, buses, rails or taxies. 
However, one basic non-motorized form of transportation which is walking becomes 
less favorable especially for people, especially the wealthier. Many conventional 
transportation planning practices also suggested that personal motor vehicle travel is 
far more important than walking (Litman, 2004). Reasons behind the negligence of 
walking are easy to understand: Different automobiles provide people with a speedy, 
convenient and comfortable way of traveling. As a result, walking is generally 
considered as a lower status activity compared with motorized travel. 
 
Improved Physical and Psychological Healthy 
In fact, numerous benefits will come along if people treat walking as their everyday 
habit. Those benefits can be classified in terms of physical and psychological aspects.  
Walking is one of the best forms of aerobic exercise. It is convenient and needs no 
special equipment, is self-regulating and inherently safe. Walking is as natural as 
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breathing (John Butcher, Founder Walk21, 1999). People can easily maintain their 
health with little effort and also strengthen their health to fight against the viruses. 
Various studies have shown that regular walking provides many advantages to our 
health: In physical aspect, it can halve the risk of heart disease and stroke, help control 
weight, control blood sugar levels, reduce harmful cholesterol and strengthen the 
immune system.  
 
In psychological aspect, it can prevent and alleviate depression and anxiety and 
reduce stress from work. Although people are commonly under the impression that 
applying walking as a transport mode is a symbol of the root of a city, implementation 
of pedestrianisation is one of the best ways to encourage people to walk and provide 
them opportunities to have exercises in such busy society.  
 
Provision of Public Space 
Pedestrian scheme in many cities can also be served as cultural and entertainment use 
for people to meet and hang out with friends during holidays and some festive seasons. 
Cities demanded heavily on motorized travel have generally resulted in poorer access 
for walkers (Ravetz, 1980). In contrast, streets which are free of automobiles together 
with the enhancement in landscaping help to create an environmental friendly open 
space for people to engage in their social activities. Walking, certainly, is not only a 
mean of transport. It can also contribute some other intrinsic rewards to individuals 
which include the aesthetic pleasure and opportunities for socializing.  
 
In Hong Kong, pedestrian streets are multi-functional, offering a platform for many 
non-profit making organizations to stage their performance and express their stands or 
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views on different issues. These street performances can entertain pedestrians passing 
by, and become popular attractions for locals and tourists as well.  
 
The study of Gehl (1987) also provided a specific description of the use of pedestrian 
streets. Pedestrian street was attracting not only necessary activities (the compulsory 
acts such as walking or shopping) but also optional (activities that one chooses to do 
only if the conditions and place are inviting and these include strolling, sitting and 
sunbathing) and social activities (activities that depend on the presence of other 
people such as talking, people-watching). The best designed public spaces are those 
that successfully encourage the most optional and social activities (YUEN and CHOR, 
1997). Successful of a city centre can not only be understood from an idea of reducing 
traffic problems but increasingly from the amount of people who benefit from them in 
a recreational way (Monheim, 1992). 
 
Improving Lifestyle and Community Livability 
Streets, undoubtedly, are a major portion of the public realm, that is, places where 
people interact with their community. More attractive, safe and walkable streets 
increase community livability (Forkenbrock, 2001). Therefore, pedestrianisation can 
be an effective measure of improving lifestyle and community livability with the 
segregation of vehicles used by residents. It encourages both optional and social 
activities for pubic, increases neighborhood interaction and community cohesion and 
leads the city to be successful.  
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Heritage Preservation 
In some cities, such as Singapore, pedestrianisation schemes are proposed to be a way 
of heritage preservation. According to the paper published by Urban Redevelopment 
Authority (1998), pedestrian street in Singapore is one of the conservation are with its 
Indian style, characteristics and building with high architectural value. After the 
implementation of pedestrianisation in 1995, such valuable historical buildings can be 
well conserved and maintained. Consequently, tourists and the public can still have a 
chance to visit and take a look on all those historical buildings now. That pedestrian 
street also becomes one of the famous tourist spots in Singapore. 
 
Opportunities for Urban Renewal 
Besides heritage preservation, pedestrianisation would also be effective in urban 
redevelopment. Quality of buildings can also be improved due to better management 
of traffic. Planners are able to have more focuses on the new development on aesthetic 
design of the pedestrian street without disturbance by heavy motorized traffic. 
Different and specific cultural characteristic of pedestrian areas can be revealed and 
community livability can also be increased.  
 
To summarize, pedestrianisation scheme is geared to numerous benefits on 
environmental, economic and social aspects. Potential advantages of implementing 
pedestrianisation are presented in the following table. Undoubtedly, residents and 
businessmen in developed cities can take full advantages of the implementation of 
pedestrianisation in different ways. In the next section, studies on the relations 
between pedestrianisation and retailing will be further discussed in deep by reviewing 
different past and current literatures. 
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Table 2.3: Benefits of Implementing Pedestrianisation 
Reduced air pollution 
Reduced noise pollution 
Provide safe environment 
(i) Environmental and Safety 
Reduced traffic accidents 
Improved economic productivities 
Increased property values 
Increased pedestrian traffic 
Improved retail trade 
(ii) Economic Development 
Increased employment 
Improved physical health 
Providing of Public Space 
Improved lifestyle and community livability 
Heritage preservation 
(iii) Social Benefits 
Opportunities for urban renewal 
 
 
2.3. Overview of the Impact of Pedestrianisation on Retailing 
Pedestrianisation is proved to have positive effects towards different economic 
activities in the area of implementation in the above section. Among all those 
activities, the effect of retailing sector is suggested to be the most significant one 
towards the implementation of pedestrianisation. The response of retailing on the 
scheme is also believed to be the quickest. Perceiving the great result of applying the 
pedestrianisation, a large scale of research on the effect of pedestrianisation on 
retailing had been carried out. Most of them showed the same general picture with the 
improvement on retail sector. This section will go deeply into the past and current 
researches carried out on this issue in three different aspects: 1) pedestrian volume, 2) 
retail turnover and 3) retail rent. 
 
2.3.1. Pedestrian Flow 
Hass-Klau (1993), one of the most active investigators in studying the impact of 
pedestrian environments, suggested that population is the most supportive index of 
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success of pedestrianisation, and the one most likely to be associated with an increase 
in shopping and other commercial activities in the centre. Usually, pedestrian streets 
were introduced only where high pedestrian volumes exceeded the capacity of 
sidewalks. However, quite a large amount of studies have shown that there is an 
increase in pedestrian flow after pedestrianisation implementation. Improvement of 
livability and providing more environmental friendly open space for the public may 
be the main reasons indicated by different researchers for such positive changes in 
pedestrian volume (Brambilla and Longo, 1977; Hass-Klau, 1993; Robertson, 1994; 
Monheim, 2002). 
 
The first studies concentrated on changes in the number of pedestrians, as this was the 
simplest and most obvious measure of whether the schemes were popular and 
successful (Hass-Klau, 1993). A large number of researches carried out extensively 
during period 1965-1980 in Germany have investigated the changes on pedestrian 
flow after a pedestrianisation. Apparently, most of the results indicated a substantial 
increase in pedestrian volume when compared with an earlier count before the 
implementation of pedestrianisation in individual cities. Nevertheless, the results of 
this effect are difficult to compare because they were counted at different dates or 
different periods. There is also little evidence showing that the effect is solely caused 
by the pedestrianisation.  
 
According to Hass-Klau (1993), two of the most important studies were collated by 
Monheim (1975). Pedestrian counts were initiated in the pedestrianised areas of 14 
German cities during 1965-1975. Repeated counting which had been carried out 
during 1955-1970 was staged close to the traffic. Monheim released the results in 
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terms of annual rates of growth and average of the entire period between the ‘before’ 
and ‘after’ surveys. However, it is better to include the original data to look at the total 
changes. The following table only includes those German towns for which the 
‘before’ survey was taken within two years or less before the implementation of 
pedestrianisation. It is because if the time difference between “before” and “after” 
survey is larger, the results would be more likely affected by other external factors 
such as economic situation.  
 
Table 2.4: Changes in Pedestrian Flows after Closure and Pedestrianisation 
City and Street Period of 
observation 
Duration Change in flow Annual average 
change in flow 
Aachen 1962-1974 12 years 25% 2.1% 
Bamberg 1965-1972 8 years 48% 6.9% 
Darmstadt 1969-1972 3 years 18% 6.0% 
Herford 1968-1969 1 year 31% 31% 
Nurnberg 1964-1975 11 years 69% 6.3% 
Osnabruck 1972-1975 3 years 26% 8.7% 
Wiesbaden 1971-1973 2 years 3% 1.5% 
(Source: Monheim, 1975) 
 
The table above indicates that there is an obvious growth in pedestrian flow after the 
implementation of pedestrianisation. However, a large variation can be observed from 
the results. The growth rate was between 1.3% and 8.5% per year excluding the 
anomalous result from Herford. Normally, this resulted in an increase of pedestrian 
volumes, mainly during noon and afternoon when the new pedestrian street 
encouraged leisure-oriented usage. Monheim’s analysis further indicates that the 
biggest pedestrianised area, the largest increase in pedestrian flow (Monheim, 1980).  
 
Similar research had also been carried out in Britain on the issue of pedestrian flow. In 
contrast to German cities, the information is only available for a small number of 
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cities. Robert (1981) found that there is an average increase of 29 per cent in the 
number of pedestrians in Durham (Robert, 1981). Another research carried out by 
Parker and Hoile also mentioned an increase of 36 per cent in London’s Carbaby 
Street after the traffic was removed (Parker and Hoile, 1975). According to Hass-Klau 
(1985), several studies have also pointed out that pedestrian prefer staying longer in a 
pedestrian street than in an unpedestrianised street. However, the success of 
pedestrianised areas depends in part on the distance pedestrians want to walk. Hence, 
it is difficult to estimate the willingness to walk as it mainly depends on the purpose 
of the visit and people’s characteristics. Normally, cities which have a closer inner city 
areas and high population density may be more successful in attracting people to the 
pedestrianised areas (Robert, 1981).  
 
Researchers in pedestrianisation are conscious of the remarkable increase in the 
pedestrian flow. The mentioned statistics can be explained as the improvement in city 
livability and community. Pedestrian scheme, in other words, can successfully attract 
numerous pedestrians to the pedestrianised areas by offering an 
environmentally-friendly place for the public to stay and hang out.  
 
2.3.2. Retail Turnover 
The effect of pedestrianisation on the local retail turnover which is widely concerned 
by the businessmen and investors must be the most interesting and important part. 
Many retailers themselves were not very impressed with the evidence of increasing 
pedestrian flow, again, being more concerned with the fluctuations of turnover and 
profits. They suspected that increase in pedestrian flow does not lead to any growth in 
profits, as many pedestrians enjoy their window shopping without any spending.  
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According to Hass-Klau (1993), the Research Institute of Trade (FfH) in Berlin, has 
published its findings on the importance of pedestrianised areas in relation to changes 
of retail turnover. It compared the turnover of retail shops in pedestrianised streets of 
11 towns of different population sizes with streets which were located outside the 
car-free area. From the result of 1,800 questionnaires showed that 83% of retailers 
within the pedestrianised areas reporting an increase in turnover, compared with the 
only 20% of retailing business outside the pedestrian areas. From the result, it means 
that pedestrianisation scheme always has certain impact on retail turnover. In most of 
the towns, business in the pedestrianised areas did slightly better than those in the 
control areas.  
 
Another similar study which carried out by German Industry and Commerce 
Association in 1979 provided a similar result of the impact of pedestrianisation. The 
results based on a survey which included 80% of all the German local authorities that 
had pedestrianised town-centre streets. As before, a wide range of questions were 
asked, including the changes in the range of shops, the effect on streets outside the 
pedestrianised area, servicing, accessibility by public transport, design and increases 
in rents. Table 2.5 summarized the results of the study. 
 
Table 2.5: Increases in turnover: examples of German Towns 
Town Street Turnover increased Date 
Koln Pedestrianised area 30%-40% 1970-1972 
Koln Hohe Strasse 50%-100% 1970-1972 
Essen Pedestrianised area 15%-35% 1969-1970 
Mannheim Breite Strasse 16% 1979-1981 
Nurnberg Pedestrianised area 60% 1972-1974 
Munchen Pedestrianised area 40% 1972-1980 
(Sources: Hass-Klau, 1993) 
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Most of the studies, so far, were carried out in foreign countries. Little researches 
have been carried out in Asian Cities on this aspect. The only similar research which 
conducted in Asian Cities was carried out by Ross (2006). They investigated the 
response on the small business owners in Khao San Road, one of the famous 
destinations for many local and foreign travelers in Bangkok, upon the effect of 
pedestrianisation on their business turnover and their view on pedestrianisation before 
and after implementation by sending questionnaires to random retailers in Khao San 
Road. Although 18% of respondents expressed reduction in sale volume of their 
retailing shops, about 47% of the respondents replied that their sale volume had 
increased. He further found out that the establishments benefited the food and 
souvenir shops the most.  
 
Most of the results discussed above relied on the measurement of how many 
enterprises reported increases or reduction in their business. The advantage of these 
measures is that it is relatively easy to obtain and require little effort from the 
responding enterprises. However, the major disadvantage is that it may fail 
distinguishing large and small change in turnover. Additionally, before and after 
studies can be biased in that those retail firms that are forced to leave the centre, or go 
out of business, cannot complete the ‘after’ stage and those which are encountered 
‘after’ may be a self-selected set suited to pedestrianised areas. 
 
Recently, some researchers tried to tackle these problems. According to Whitehead et 
al. (2006), another active investigator in studying the impact of pedestrian 
environment, summarized the impact of pedestrianisation on retail turnover. He 
pointed out that a mean increase of about +17% was found and a range of +10% to 
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+25% based on studies by (Newby, 1992, Saretzki and Wohler, 1995).  
 
To sum up, pedestrianisation can generally produce some positive impacts to the retail 
turnover in the area. The increase of turnover is around 10% to 25% after the 
implementation of pedestrianisation. It demonstrates that direct effect on retail profit 
will emerge if traffic-free area is implemented. 
 
2.3.3. Retail Rent 
Retail Rent is another important index to measure retail success in traffic-free area. 
Practically, fluctuation in rental values in a commercial area mainly depends on the 
amount of business done in an area. Pedestrianised areas, as discussed before, can 
generally attract more local and foreign visitors to shop and spend in the area. Such a 
stable and attractive environment for retail business and other commercial activity 
exists, local and external investor confidence will also grow.  
 
As aforementioned, most of the retailers in the pedestrianised areas enjoy an increase 
in turnover, that this is true for small business as well as for the bigger ones. Likewise, 
external investors would also like to engage in such profitable business in 
pedestrianised area. Under the law of demand, rent will go up when the demand 
increase in which there is a limited rental space available in pedestrianised area. 
 
Suggested by Hass-Klau (1993), the most important study in this field was carried out 
by Edward Erdman Research (Edward Erdman Research, 1989) which is a study of 
market rents in prime shopping sites of a sample of over 400 UK towns in the years 
1987, 1988 and 1989. The sites were divided into three categories: (a) ‘vehicular 
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streets’, in which shopping took place alongside ordinary traffic, (b) ‘schemes’ that 
were shopping precincts which provided a traffic-free environment, enclosed and 
open, and (c) ‘pedestrianised streets’ which included completely and partially 
traffic-free streets (Hass-Klau, 1993). With reference to the result, it showed that the 
highest rents were commanded in the ‘pedestrianised streets’, next is in the ‘schemes’, 
and the lowest is the ‘vehicular streets’. It noticed that the ‘pedestrianised street 
premium’ was 45% over the vehicular streets rents in 1987. 
 
Table 2.6: Rents per square foot and rental growth for prime shopping site in UK  
Site 1989 rent (index) 
1989 rent 
(index) Growth 1987-1989, % 
Vehicular Street 100 100 19.7 
Precinct 129 155 40.9 
Pedestrianised Street 145 180 42.5 
(Source: Hass-Klau, 1993) 
 
Few years later, Lynch (1991) further studied on this field by using rateable value as a 
method of measurement and counted in a longer period. The growth in the rateable 
values of shops in the pedestrianised schemes in 1973-1990 was compared with the 
growth of rateable values in the same period in town-centre streets which remained 
open to traffic. The result is the same as Edward Erdman Research which showed that 
pedestrian shopping contains higher rateable value increases than those in nearby 
vehicular streets.  
 
Lynch (1991) also addressed that pedestrianisation scheme will speed polarization of 
retail types which seems to have reduced the number and range of functions of small 
independent shops. The strongest financial business will tend to be successful in 
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bidding for sites within the pedestrianised area. Hence, they will exclude other 
activities with less ability to pay the rents that are demanded. Monheim, who has 
similar view on this issue, pointed out that non-commercial uses, small restaurants, 
cafes and similar activities are generally lacking in pedestrianised areas (Moheheim 
1977). This view is actually supported by at least two surveys. Heinz and Hubner, et 
al, (1977) pointed out that the retailers who opposed to pedestrianisation are mainly 
small traditional traders. They are first who will suffer because of rent increase they 
will have to give up their premises. Chain stores take over traditional shops and are 
willing to pay 30-40 per cent more for the rent (Heinz and Hubner, et al, 1977).  
 
As a matter of fact, retail rent always climbs after pedestrianisation. Normally, the 
impact of the pedestrianisation scheme on the percentage of retail rent is about 25 per 
cent increase and it was felt that a reasonable range is in 10 to 40 per cent (Whitehead 
et al., 2006). Small business, however, will normally leave their premises in as they 
cannot afford to pay the rent. Stronger or chain store will take over the premises and 
run their business to enjoy high retail turnover in pedestrianised area.  
 
2.4. Positive Externality 
The effect of pedestrianisation on retailing, indeed, can be explained by an economic 
theory - externality, which first proposed by Pigou (1877-1959). In Pigou’s 
terminology, an externality is present when ‘there is a divergence between private and 
social cost (Dahlman, 1979). In other words, an externality of an economic transaction 
is an impact on a party that is not directly involved in the transaction. In this case, 
prices do not reflect the full costs or benefits in production or consumption of a 
product or service. A positive impact is called a positive externality, while a negative 
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impact is called a negative externality. Therefore, producers and consumers in a 
market may either not bear all of the costs or not reap all of the benefits of the 
economic activity. Hence, the overall cost and benefit to society is defined as the sum 
of the economic benefits and costs for all parties involved. 
The implementation of pedestrianisation, hence, can be an example of positive 
externality. The prime objective of the implementation of pedestrianisation by the 
government is to focus on the interest of the pedestrians such as improving the overall 
pedestrian safety and mobility and pedestrian environment. There is an implied 
contract between the government and the pedestrians by mean of the implementation 
of pedestrianisation. However, the third party – retail shops in pedestrianised area, 
reap the benefits due to the implementation of pedestrianisation which are free of 
charge. As the shopping environment has been improved through the establishment of 
pedestrianisation, more pedestrians have been attracted to the attractive pedestrianised 
area and hence the retail turnover and rents increased (Monheim, 1992, Chau et al., 
2000). Hence, the external benefits which generated by pedestrianisation may be 
underestimated by the government. The marginal social benefits of pedestrianisation 
may exceed the marginal private benefits enjoyed by the expected consumers – the 
pedestrians.  
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2.5. Development of the Topic 
From the above literatures, it denotes a general picture that there are certain positive 
impacts on different economic activities especially on retail sector. It shows that 
pedestrianisation is not only a traffic policy for the interest of public, but also provides 
some benefits for the economic activities in the area especially retailing. Those 
literatures provide a basic ground for me to further study on the effect of 
pedestrianisation on rental values in Hong Kong.  
 
Suggested by Hass-Klau (1993), the issues that determine the success or failure of 
pedestrianisation are complicated and sensitive to a wide range of factors which 
include: 
 
(i) trends in the national and local economies; 
(ii) the overall town-centre strategy pursued by the local authorities; 
(iii) the degree of accessibility by the public and motor-vehicle transport; 
(iv) the detailed design of the scheme 
(v) the population density within walking distance of the pedestrian area. 
 
All of the above factors can influence the results of pedestrianisation. It means that the 
effect of pedestrianisation on retailing may be difference for varied cities (Brambilla 
and Longo, 1977; Hass-Klau, 1985; Monheim, 1992; Hass-Klau, 1993). It seems the 
result of pedestrianisation is locational sensitive. One of the reasons might be 
differences in population density (Hass-Klau, 1993). In Hong Kong, the land supply is 
limited and the population density is very high compared to other foreign cities. Most 
of the retail activities merge together in some central business district such as 
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Mongkok, Causeway Bay and Central. This particular shopping behavior in Hong 
Kong may be different to other countries. Therefore, the results obtained from 
previous studies about the pedestrianisation in foreign countries may not be applicable 
to Hong Kong.  
 
As mentioned before, most of the researches were conducted in foreign country and 
the results were obtained by conducting surveys or questionnaires. Related studies in 
Asian City with hard quantitative assessments on this aspect are extremely rare. 
Moreover, the reliability of results highly depends on the response from the 
interviewees. Results obtained from the questionnaires in above studies may be 
subject to varied biases since people normally have different interpretation of the 
questions being asked. 
 
Due to the difficulties in gathering data on a large scale basis most of the time, the 
paucity of empirical study on the link between pedestrianisation and retailing may be 
lead to the result. It is also resulted from confidential in nature or belongs to the 
private domain. Most of them were probably done on a private basis, and not publicly 
available. Des Rosiers (2002), for example, noted that hedonic studies on retail rents 
for the Eaton Corporation have been undertaken in North America, but the findings 
were never disclosed. A few studies provide good qualitative data, but most of the 
time, only unfounded assertions on the possible, or expected, effect of 
pedestrianisation on retailing can be found in the literatures.  
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This dissertation aims to fill up the research gap stated above. An empirical test is 
conducted to investigate the effect of pedestrianisation on rental values with 
qualitative data in Hong Kong in this study. Rateable value will be used as a proxy to 
indicate the rental value of retail shops in both pedestrianised area and control area. 
Then, a cross-sectional inter-temporal hedonic pricing model will be adopted to test 
the effect of pedestrianisation on rental value of retail shops in the area. This model 
can separate the value enhancement effect of pedestrianisation from other 
confounding factors effectively and solved the problems (e.g. biases) which 
mentioned before. Hence, the detail of the methodology adopted in this study will be 
discussed in Chapter 5 of this dissertation.  
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2.6. Concluding Remarks 
The following tables summarize of literature of different arts which has been 
reviewed.  
Table 2.7: Summary of literatures of different parts which has been reviewed 
Content Literatures Reviewed 
1. Definition of Pedestrianisation 
Pedestrianisation: a street or area which is 
car-free and has reallocated to pedestrian use 
Monheim (1975) 
Hass-Klau (1985; 1993)  
Yuen and Chor (1997) 
Type of Pedestrianisation 
(i) Pedestrian District 
(ii) Pedestrian Street 
(iii) Pedestrian Mall 
(iv) Semi Mall 
(v) Transit Way 
Wong (2004) 
2. Benefits of Pedestrianisation 
Environmental and Safety Improvement 
(i) Reduce air pollution 
(ii) Reduced noise pollution 
(iii) Provide safe environment 
(iv) Reduced traffic accidents 
Brambilla (1977) 
Chiquetto (1997) 
Schlabbach (1997)  
City of Toronto Council 
and Committees (1999) 
Lloyd Wright (2004)  
Kumar (2006) 
Economic Development 
(i) Improved economic productivities 
(ii) Increased property values 
(iii) Increased pedestrian traffic 
(iv) Improved retail trade 
(v) Increased employment 
Brambilla (1977) 
Hass-Klau (1985)  
Robertson (1994) 
Monheim (2002) 
Kumar (2006) 
Tim Whitehead (2006) 
Social Benefits 
(i) Improved physical health 
(ii) Providing of Public Space 
(iii) Improved lifestyle 
(iv) Improved community livability 
(v) Heritage preservation 
(vi) Opportunities for urban renewal 
Ravetz (1980) 
Gehl (1987) 
Monheim (1992) 
CHOR (1997) 
John Butcher, Founder 
Walk21 (1999) 
Litman (2004) 
 
Table 2.8: Summary of literatures on the effect of pedestrianisation on retailing 
Categories  Author Methodology Place of Study Description of Data Major Results 
Monheim (1975) "Before" and "After" Surveys German Cities 
26 comparable observations 
during 1965-1975 
The pedestrian flows have 
been increased for 
1.5%-8.5% annually in 19 
observations. 
Robert (1981) "Before" and "After" Surveys Durham in UK 
84 observations within 4 
years 
An average increase of 29% 
in the number of pedestrians 
Pedestrian Flow
Parker and Hoile 
(1975) Surveys London Not published 
An average increase of 36% 
after pedestrianisation 
Elf (1978) Questionnaires German Towns 1800 questionnaires from 11 towns during 1967-1970 
83% of retailers within the 
pedestrianised areas 
reporting an increase in 
turnover, compared with the 
only 20% outside the 
pedestrian areas. 
German Industry 
and Commence 
Association 
(1979) 
Surveys German Cities 
290 comparable 
observations in 
pedestrianised areas and 
streets outside the area 
during 1970-1981 
An average increase of 16% 
to 100% after 
pedestrianisation 
Ross (2006) "Before" and "After" Surveys Bangkok 110 observations in 2005 
47% respondents reported an 
increase in sale volume   
Retail Turnover
Newby (1992)   Not published Europe, USA  and UK Not published 
An increased of 10% to 25% 
in retail turnover 
 
Table 2.8: Summary of literatures on the effect of pedestrianisation on retailing (Continued) 
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Categories  Author Methodology Place of Study Description of Data Major Results 
Edward Erdman 
Research (1989) Surveys UK towns 
Observations in 400 UK 
towns in 1987, 1988 and 
1989 
Pedestrianised street 
premium was 45% over the 
traffic-streets rent in 1987 
Lynch (1991) 
Comparison of 
rateable values 
in pedestrianised 
area and traffic 
street 
UK towns 
Rateable values of retail 
shops in six towns during 
1973-1990 
All retail shops in 
pedestrianised area showed 
higher rateable value 
increase than those in nearby 
traffic streets 
Colliers Erdman 
Lewis (1995) 
"Before" and 
"After" Surveys London Not published 
The percentage of retail rent 
is about 10%-40% increase  
Retail Rents 
Ross (2006) "Before" and "After" Surveys Bangkok 110 observations in 2005 
28% of respondents reported
an increase in retail rent and 
78% of responds were 
non-applicable 
 
CHAPTER 3   PEDESTRIANISATION IN HONG KONG 
This chapter aims at giving general information of pedestrianisation in Hong Kong 
and provides some understanding about the history and current status of 
pedestrianisation. Moreover, the purposes and the selection criteria of 
pedestrianisation scheme proposed by Transport Department will also be mentioned. 
 
3.1. Overview 
Hong Kong is a metropolitan city with several inherent attributes such as limited land, 
high population densities, compact urban form, intensive mixed land use and 
comprehensive public transport network. With an area of 1103.97km2 and over 6.9 
million residents, Hong Kong is one of the crowded cities in the world. These 
properties can directly relate to the narrow and relatively short street. However 
tremendous pedestrian and traffic flows can always be found in different streets in 
Hong Kong. As a consequence, severe traffic congestion and environmental 
deterioration including air pollution are found on many old districts. In addition, the 
environment of those poor streets will also discourage the pedestrian circulation in 
urban area. A comprehensive pedestrianisation scheme, therefore, become a proper 
solution to solve all these problems.  
 
In year 2000, the first pedestrian scheme was introduced in Hong Kong by Transport 
Department, streets in Mongkok and Causeway Bay were selected to be the trial sites 
of pedestrianisation at the earliest. In view of the good responses from the general 
public, more and more areas have implemented pedestrian scheme. 10 districts so far 
have been selected for the implementation of pedestrian scheme, including streets in 
Causeway Bay, Central, Mongkok, Tsim Sha Tsui, Wan Chai, Sham Shui Po, Jordan, 
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Stanly, Sheung Shu and Yuen Long. Over the past 8 years, pedestrian scheme has 
already gained certain popularity among the public and most of the people are happy 
with this scheme.   
 
Table 3.1 Summary of Hong Kong Existing and Planned Pedestrianization Scheme 
 Full-time 
Pedestrian Street 
Part-time 
Pedestrian Street 
Traffic  
Calming Road 
Causeway Bay 3 5 8 
Central 2 3 3 
Mongkok 0 5 3 
Tsim Sha Tsui 2 5 13 
Sham Shui Po 0 4 6 
Jordan 1 1 8 
Stanley 0 3 0 
Sheung Shu 0 2 0 
Yuen Long 0 1 0 
(Source: Transport Department, 2008) 
 
In Hong Kong, the concept of pedestrianisation is still in its infancy compared with 
the western countries. Instead, the pedestrian friendly scheme has been operated in 
western countries for few decades already. As mentioned before, the first 
implementation of Pedestrian Street had been initiated since the 19th century. In recent 
years, pedestrianisation has also been embraced in some Asian cities such as Japan, 
Singapore and Shanghai. When we investigate the root of Pedestrianisation Scheme in 
Hong Kong, we can find that the spring of this scheme was planted from the Third 
Comprehensive Transport Study. It is a study which aims to examine the transport 
strategy in Hong Kong was conducted by the Transport Department. Its objective is to 
establish a framework of a balanced transport strategy which can facilitate the 
mobility of people and goods in Hong Kong up to 2016. Moreover, it can also ensure 
the social and economic development in the environmental manner. The study was 
commenced in August 1997 and ended in September 1999. In the study, several 
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approaches were suggested to set up traffic free areas, public transport planning and 
the removal of adverse impact of vehicular traffic. Finally, Pedestrian Scheme was 
recognized and proposed to implement in year 2000 for testing.  
 
3.2. Objectives of Pedestrianisation Scheme 
Obviously, different countries will have different expectation on the implementation 
of pedestrianisation. The benefits of pedestrian scheme have been discussed and 
examined by different authors regarding to the pedestrian scheme in foreign countries 
in the previous chapter. Pedestrianisation, most likely, can act as a traffic management 
for improvement of environment and economic revitalization. It also brings numerous 
social benefits to the society.  
 
In Hong Kong, Transport Department has raised several objectives for the 
implementation of pedestrianisation in Hong Kong which includes: 
(i) To improve pedestrian safety and mobility 
(ii) To promote walking as a transport mode 
(iii) To discourage access for non-essential vehicles 
(iv) To reduce air pollution 
(v) To improve pedestrian environment.” 
(Source: Transport Department, 2008) 
 
It is noticed that the rationale of implementing pedestrianisation in Hong Kong merely 
focuses on improvement of the transportation and environment with less concern on 
the other matters such as economic or cultural issues. However, it is interesting and 
meaningful to investigate that whether the implementation of pedestrian scheme can 
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introduce unexpected positive effects on other aspects which Transport Department 
has simply overlooked such as retailing in Hong Kong. 
 
3.3. Types of Pedestrian Scheme 
General speaking, there are three forms of Pedestrian Scheme in Hong Kong which 
include 1) Full-time Pedestrian Street, 2) Part-time Pedestrian Street and 3) Traffic 
Calming Street.  
 
3.3.1. Full-time Pedestrian Street 
In full-time pedestrian streets, pedestrians have absolute priority all the time. No 
vehicle is allowed to enter the zone except emergency services. Nevertheless, service 
vehicles may be allowed in specific period, for selected locations for goods 
transportation purpose. In Hong Kong, there are totally 8 full-time pedestrian streets 
which have been implemented by Transport Department which locate in Causeway 
Bay, Central, Wan Chai and Jordan (Transport Department, 2008). 
 
Example of Full-time Pedestrian Street: 
   
Figure 3.1: Paterson Street in Causeway Bay Figure 3.2: Theatre Lane in Central 
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3.3.2. Part-time Pedestrian Street 
In part-time pedestrian streets, vehicular access is only allowed in specific periods. 
There is no on-street parking space is provide in the street so as to minimize vehicular 
access to the area. However, provision of loading bays is still available for loading 
and unloading purposes. In Hong Kong, 26 part-time pedestrian streets have been 
implemented in nine different districts (Transport Department, 2008). 
 
Example of Part-time Pedestrian Street: 
 
Figure 3.3 and 3.4: Sai Yeung Choi Street South in Mongkok 
 
3.3.3. Traffic Calming Street 
In traffic calming streets, there is no restriction to vehicular access. Nonetheless, 
vehicles are required to slow down through the use of traffic calming measures such 
as speed tables, kerb build-outs, sharpened corners, road narrowing, gateways, etc. 
Additionally, footpaths are normally widened and on-street parking spaces are 
reduced as many as possible. Taxi stands and green minibus stands are only provided 
if relocation is not practical. There are total 38 traffic calming streets in Hong Kong 
which are located in Causeway Bay, Central, Mong Kok, Tsim Sha Tsui, Wan Chai, 
Sham Shui Po and Jordan (Transport Department, 2008). 
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Example of Traffic Calming Street: 
  
Figure 3.5: Narrowing at Hankow Road  Figure 3.6: Kerb build-out at Lock Road 
 
The list of streets under Pedestrian Scheme is shown in Appendix I. 
 
3.4. Pedestrianisation Selection Criteria 
In accordance with the guidelines of Transport Department, many factors should be 
considered when selecting the suitable area for the implementation of 
pedestrianisation. Generally, streets with severe pedestrians-vehicles conflict will 
probably be classified as the top priority in developing a pedestrian scheme. And 
some other factors are listed as below:  
? Whether there are pedestrian capacity or safety problems 
? Public demand and land use  
(e.g. Are there any shops or places of interest which would attract pedestrians 
and tourists to the area?) 
? Environmental and amenity considerations 
? Impact of pedestrianisation on vehicular traffic in the vicinity and the servicing 
of buildings 
Transport Department further emphasizes that the design of any pedestrian scheme 
should not create serious traffic problems on other roads in the vicinity. Otherwise, it 
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would only be shifting traffic and environmental problems from one location to 
another without net gain to the community (Transport Department, 2008). It means 
that Transport Department is trying hard to maintain the balance between pedestrian 
and the vehicles so as to provide the best environment for the users of any roads or 
streets in Hong Kong.  
 
3.5. Concluding Remarks 
Pedestrianisation has been adopted in Hong Kong over eight years. Until now, there 
are total 72 streets/sections are under Pedestrian Scheme in nine different districts. For 
instance, Causeway Bay and Mongkok are the first districts which adopted 
pedestrianisation in year 2000 for testing. Last but not least, three types of Pedestrian 
Scheme are: full-time pedestrian street, part-time pedestrian street and traffic-calming 
street.  
Generally, the implementation of pedestrianisation is always welcomed by the public. 
The main objectives set by Transport Department about the Pedestrian Scheme are to 
promote walking as a transport mode and to improve the overall pedestrian 
environment. While the improvement of economic activities is not stated in the 
objectives by transport department, public demand and land use are some of the 
factors considered in developing a pedestrian scheme. Places with many shops which 
attract pedestrians and tourists to the area are always one the clues in the selection of 
suitable location. Consequently, retailing may be the foremost sector affected by 
pedestrianisation and the result, most likely, is positive.  
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CHAPTER 4   BACKGROUND OF THE SELECTED STUDIED 
AREAS 
A general picture of the selected studied area – Mongkok will be presented in this 
chapter. Moreover, the reasons of choosing the two streets in Mongkok: Sai Yeung 
Choi Street South and Fa Yuen Street as the selected studied areas in this dissertation 
will also be addressed. 
Mongkok is a prosperous district located at the west of Kowloon. It is regarded as an 
upbeat place and “sleepless town” in Kowloon. The streetscape of Mongkok is unique 
with numerous activities happening at different time and places every day. During the 
past decades, Mongkok has been developed into one of the biggest open-air shopping 
districts in Hong Kong. Specialty and diversity shops which sell trendy and novelty 
products are located everywhere in this district. Mongkok is therefore one of the most 
popular shopping districts for young people and tourists. Furthermore, Mongkok is 
always crammed with people especially during the holidays and weekend. 
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4.1. Background of Mongkok District 
Mongkok is situated in the western part of Kowloon Peninsular and it is a part of Yau 
Tsim Mong District. It is one of the early developed districts in Hong Kong. The total 
coverage of Mongkok is 147.6 ha which bounded by a waterfront in the west, the 
railway of KCR in the East, the Boundary Street in the North and the Dandus Street in 
the South. There are total 4 sections of Mongkok which are Mongkok North, 
Mongkok East, Mongkok South and Mongkok West respectively. Additionally, most 
retail businesses are situated in Mongkok South which included Sai Yeung Choi 
Street South, Tung Choi Street and Fa Yuen Street. 
Figure 4.1 Map of Mongkok District 
 
Selected  
Pedestrian Street 
Control Street – 
Fa Yuen Street 
(Source: http://maps.google.com.hk/) 
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The Chinese name of Mongkok means “flourishing/busy corner”. The district is 
characterized by a mixture of old and new multi-story buildings associated with 
different street-level shops and restaurants on the ground floor with the residential and 
commercial units on the top. Major industries in Mongkok are retail, restaurants 
(including fast food) and entertainment. As mentioned above, it is classified as an 
attractive shopping district and tourist destination which attract many young people 
and tourists. However, its congested environment and deficiency in public space 
sometimes make it an unpleasant place for the public. 
 
4.2. Demographic of Mongkok District 
To have a better understanding on the characteristics of Mongkok, it is important to 
understand demographic characteristics of Mongkok district such as population size, 
local income level, transportation node and economic businesses in the district. 
Actually, those are the essential factors to explain why Mongkok was first selected by 
the Transport Department to be the place for pedestrianisation. 
 
4.2.1. Population 
Mongkok is currently accommodating a population over 160,000 (Census and 
Statistics Department, 2006). The population density of Mongkok is extremely high. 
According to the Guinness World Records, Mongkok has the highest population 
density in the world (mean 130,000 per km2). The following table shows the different 
population proportion of Mongkok by Age Group and Labour Force.  
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Table 4.1: Hong Kong Resident Population by Age Group and Labour Force 
Population 
Statistic  
Age Group (%) Labour Force 
(%) 
Household 
Income 
  0-14 15 - 64 65 +     
Mongkok East 9.2  72.9 17.9 59.3  HK$16,800.0 
Mongkok South 9.5  72.4 18.1 56.7  HK$12,500.0 
Mongkok West 9.0  76.2 14.7 57.4  HK$12,000.0 
Mongkok North 9.9  74.9 15.2 61.1  HK$13,250.0 
(Source: Census and Statistic Department Report, 2006) 
 
In accordance with the table above, it indicates that most of the people in Mongkok 
are in middle age which leads to the high percentage (well over half) of labour force 
and the household income is around HK$13,000. These figures which show the local 
residents in Mongkok have certain consuming powers and all of them are the potential 
customers of the retail shops in Mongkok. 
 
4.2.2. Land Use 
Mongkok is one of the earliest developed districts in Hong Kong. Mongkok village 
existed as early as in the 18th century. In the past, the main activities of people in 
Mongkok were cultivation and feeding pigs and chickens. In 20th century, Mongkok 
has undergone intensive piecemeal commercial and residential development. Most of 
the residential buildings located in Mongkok West with five to eight storeys high.  
 
These days, most of the buildings in Mongkok are mixed-use with incompatible uses, 
such as commercial and residential (A). Hence, commercial developments are 
concentrated along Nathan Road and residential buildings in Mongkok are usually 
low-rise with small flats inside. Town Planning Board also restricts the plot ratio to 
the maximum of 7.5 for some domestic buildings or of 9.0 for building that is partly 
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domestic and partly non-domestic.  
 
Figure 4.2: Land Use Pattern of Mongkok  
 
(Source: Outline Zoning Plan in Town Planning Board) 
 
As mentioned before, Mongkok is a unique and prosperous shopping area. Retailing is 
the predominant activity in the district. Large varieties and some specialty of retail 
shops were located at street-level in residential or commercial buildings. This is the 
main reason why the pedestrian flow is always high in Mongkok. Hence, the retail 
rent in Mongkok is noticeably high compared with the districts nearby. 
 
4.2.3. Transportation Network 
Public transportation network is rather comprehensive and extensive in Mongkok. It is 
well served by Mass Transit Railway, buses and mini-buses. Four rail lines serve the 
district. Hence, the Tung Chung Line of MTR also has a through station in the west of 
the area in Tak Kok Tsui, named Olympic. It takes only about 20 minutes to get to 
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Central by MTR and 30 minutes by bus. In addition, it takes only around one hour to 
get to the airport in Hong Kong by MTR and Airport Express. After the opening of 
Langham Place in 2000, transportation network become even more systematic than 
before. People can access to Mongkok from sub-urban areas in a more convenient and 
efficient way. 
 
4.2.4. Diversification of Retail Shops 
At the beginning of this chapter, it is mentioned that Mongkok is a major shopping 
distinct for the youth and tourist market in Hong Kong. Retail shops in this area sell 
goods like youth clothing, jewellery, cosmetics, CDs, mobile phones, TV games, 
electronics and computer accessories etc. There are a number of specialty streets in 
Mongkok as well included Tung Choi Street, Fa Yuen Street (Sport Shoes Street), 
Flower Market, Goldfish Market, Tile Street and Photocopy Street etc. Hence, Tung 
Choi Street is one of the famous tourist spots in which different kind of hawker 
bazzars located. The other name of Tung Choi Street is so called “Women Street” 
where you can find all kinds of women’s clothing, accessories, cosmetics, handbags, 
leather products and watches etc.  
 
Beside the street-level retail shops, there are several shopping centres situated in 
Mongkok as well. The most famous and well-established shopping mall is Langham 
Place which opened in year 2000. It is the landmark of Mongkok with 15-storey 
complex providing ultimate entertainment in the mall. It features over 300 shops and 
restaurants and include luxury department store. From fashion labels to casual wear 
and from accessories to electrons, it can certainly satisfy every shopper’s need. 
Another large-scale shopping centre is Olympian City which located next to the 
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Olympic MTR station. It provides a mixture of different types of shops and 
entertainment, including cinemas, bowling centre, boutiques and jewelers. Some 
relatively small-scale shopping centres are also popular among young people such as 
Mongkok Centre, Trendy Zone, Gala Place and King Wah Centre. Trendy and novelty 
products selling in these centres have attracted many youngsters to come and shop in 
Mongkok. Those diversify and attractive retail shops are the key elements that have 
resulted in the success and good reputation of shopping area in Hong Kong.  
 
4.3. Reasons of choosing Mongkok as the Study Areas 
The above is a brief description of the characteristics of Mongkok and its retail 
business. In Hong Kong, there are existing and proposed pedestrian scheme over 10 
districts. Mongkok, Causeway Bay and Tsim Sha Tsui were selected to be the first 
place for the implementation of pedestrianisation in 2000. All these three places are 
the major shopping areas in Hong Kong which have high vehicular traffic and 
pedestrians flow but with insufficient road space. It is believed that the longer the 
implementation time of pedestrianisation, the greater is its effect to the rental values 
of retail shops. Therefore, Mongkok, Causeway Bay and Tsim Sha Tsui are the most 
suitable locations for the research.  
 
Mongkok has a number of advantages over other locations for the purpose of this 
dissertation. For example, there are more street level retail units in Mongkok 
compared to other shopping districts such as Causeway Bay and Tsim Sha Tsui. It is 
assumed that the effect of pedestrianisation on the rental values would be greater to 
the street-level shops than to the shopping malls. In addition, retail shops in Mongkok 
mainly serve local shoppers especially the young people. Therefore, their sale 
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performance would not be affected as much as those in other locations. Thus, the 
effect of changes in economies to the rental values could be minimized.  
Last but not least, Mongkok is regarded as the biggest shopping area in Hong Kong. 
The number of street level retail shops in Mongkok is the highest and the most 
concentrated comparing to other shopping locations. This is essential because the use 
of hedonic pricing model requires a large amount of data. 
 
Figure 4.3: Pedestrian Scheme for Mongkok 
 
(Source: Pedestrian Scheme in Transport Department) 
 
 
4.4. Overview of the Selected Study Areas 
Sai Yeung Choi Street South and Fa Yuen Street in Mongkok are chosen to be the 
study areas of this dissertation. Sai Yeung Choi Street is selected to be the pedestrian 
street under investigation and Fa Yuen Street is a vehicle street that selected to be the 
control area. Therefore, the changes in rental values of pedestrian street and common 
vehicle street can be compared. The reason for choosing this sample selection is that 
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they are located in close proximity to each other and share common amenities such as 
bus terminals, hospital and other public services. Moreover, the length of both streets 
is nearly the same and both are famous shopping streets in Mongkok. 
 
4.4.1. Sai Yeung Choi Street South 
Sai Yeung Choi Street South - A street which is full of shops selling electronic 
products, comestics, and discount books. They usually locate on the lower levels of 
buildings (excluding ground floor).  
Starting from Dundas Street in Yau Ma Tei, it runs north and meets major roads, 
Argyle Street and Mongkok Road, and ends at the junction with Prince Edward Road 
West. This street is a hot spot for Hong Kong people.  
In December 2000, Transport Department indicated that Sai Yeung Choi Steet South 
(between Nelson Street and Soy Street) became one of the part-time pedestrian streets 
in Hong Kong during period between 4:00p.m. and 12 midnight daily. In order to 
further improve the safety and mobility of pedestrian in Mongkok which is such a 
busy shopping area, Transport Department proposed to extend the daily part-time 
pedestrianisation area. Sai Yeung Choi Street South (between Argyle Street and 
Nelson Street; between Soy Street and Dundas Street) has also been pedestrianised on 
trial basis between 4:00 p.m. and 12 midnight daily (except General Holidays) since 
late December 2003. (Transport Department, 2008)  
 
The reason is obvious: there is insufficient road space to accommodate the vehicular 
traffic and the pedestrians in such a crowded road. The implementation of pedestrian 
scheme can enhance the environment and safety for pedestrians. (Transport 
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Department, 2008) 
After the implementation of pedestrianisation, Sai Yeung Choi Street becomes the best 
place for different kinds of economic activities. More chained-stores have been 
attracted to this superior “open-air” shopping mall and replaced the ordinarily small 
retail shops. The establishment of pedestrianisation does not only attract the shoppers, 
but also the massive commercial and non-commercial activities. For instance, 
commercial activities such as promotion of new CDs and movies, the sales of fitness 
and internet services are being more common in the street. Some street theatres and 
live forums which are developing rapidly are typical examples of non-commercial use 
of Pedestrian Street.  
 
Sai Yeung Choi Street South also provides a traffic-free and safe open stage for the 
artists or buskers to deliver their performances. Artists here are very wide-ranged: 
some play music; some air their anger and some stage activities for raising fund. 
People can be entertained by these non-commercial activities and more people would 
be attracted to this place. Sai Yeung Choi Street is now not only a pure shopping area, 
it is also a free and safely open space for the public entertainment.  
 
Figure 4.4 and 4.5: Sai Yeung Choi Street South 
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Figure 4.6: Non-economic activities in Sai Yeung Choi Street South 
  
 
Figure 4.7: Non-economic activities in Sai Yeung Choi Street South 
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4.4.2. Fa Yuen Street 
Fa Yuen Street (sometimes called Sport Shoes Street) - This is a small neighborhood 
area with many small retailers who sell sports equipment and clothing. There are 
different types of sport shoes sold on the street. Some shoes there are even rare or 
special editions from different countries. 
Fa Yuen Street is a street between Boundary Street and Dundas Street in Mongkok. It 
is famous for selling sport gears. Fa Yuen Street is also full of shops selling 
bargain-priced trendy fashion and casual wear for men, women and children.  
 
According to the Transport Department’s (2008) webpage, Fa Yuen Street has been 
converted to a “traffic calming street” since April 2002. The footpaths have been 
widened but there is no restriction to vehicular access. It is regarded as one of the 
famous shopping area in government point of view. Therefore, Fa Yuen Street 
provides a more pleasant environment for the shoppers. It is not proposed to be a 
pedestrian street which is totally traffic-free since the pedestrian flow of Fa Yuen 
Street is relatively low comparing to the Sai Yeung Choi Street South.  
 
Figure 4.8: Fa Yuen Street 
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4.5. Concluding Remarks 
In this dissertation, Sai Yeung Choi Street South and Fa Yuen Street are selected to be 
the studied areas. The main reason is that pedestrian scheme in Mongkok has been 
implemented for a longer period compared with pedestrian street in other districts. 
The effect of pedestrianisation on rental values of retail shops can be more significant 
and easier to be measured. The concentrated retail activities can provide a huge 
amount of rental values in these two streets for comparison and it is important for the 
use of hedonic pricing model. Therefore, the result can be more reliable and 
convincing.  
 
Sai Yeung Choi Street South and Fa Yuen Street are both popular shopping areas for 
the locals and tourists, as they are closely proximate to each other which shares 
common amenities and have similar characteristics. Those factors make them to be 
the best choice for the comparison of rental values of retails shops in these two streets 
in this dissertation. After the establishment of pedestrianisation, Sai Yeung Choi Street 
becomes more popular and more pedestrians are attracted to this desirable “open-air” 
shopping mall where trendy and novelty products are sold. In addition, it is a 
wonderful open place for artists to have different street theatres and performances. 
They can deliver their message to the public more effectively and safely there.  
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CHAPTER 5   RESEARCH METHODOLOGY 
This chapter aims to suggest an appropriate methodology for the study on the effect of 
pedestrianisation on rental values changes with explanations. The content of this 
chapter can be divided into the following parts: (1) Hedonic Pricing Model, (2) 
Regression Analysis (3) Construction of a Cross-Sectional Inter-Temporal Model (4) 
Selection of variables and (5) Test Statistics  
 
 
5.1. Hedonic Pricing Model 
Studying the impact of pedestrianisation on rental values changes, almost all previous 
studies conducted surveys or questionnaires to retailers or landlords. However, by 
using these methods, results may be subject to varied biases since people would 
normally have different interpretations of the questions being asked.  
 
Thus, this study, probably the first attempt so far, adopts a quantitative approach on 
this research question.  The hedonic pricing model (HPM) is applied in this study 
and market data is collected from various sources.  The results obtained are therefore 
empirically accountable.  
 
The HPM was first developed by Rosen (1974) and Freeman (1979), and was used to 
identify implicit prices of various attributes of a property by means of a regression 
model.  
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5.1.1. Definition of Hedonic Pricing Model 
Hedonic pricing model is one of the applications of multiple linear regression models, 
which aims at regressing the implicit price of differentiated goods on quantities of 
characteristics associated with each good. According to Rosen (1974), Hedonic Prices 
can be defined as “the implicit prices of attributes and are revealed to economic 
agents from observed prices of differentiated produces and the specific amounts of 
characteristics associated with them.” (Rosen, 1974) 
 
This model is basically a description of competitive equilibrium condition on various 
dimensions where both buyers and sellers locate. All buyers perceive the amounts of 
attributes in a property to be identical, but their subjective valuations of each 
component may differ. The property prices together with information about the buyers 
and sellers of property can then be used to identify the demand equation for the 
property attributes. The magnitudes of implicit prices based on sample observation in 
the market equilibrium situation are empirical. Therefore, it can be used to identify the 
underlying parameters of interest that are the determinants of property rent.  
 
Hedonic pricing model has been wisely adopted to examine the impact of various 
housing attributes on properties values (Clawson, 1974; Linneman, 1980; Burnell, 
1985; Follain, 1985; Blomquist, 1988). Research related to retail sector, however, is 
not as active as the housing market research. This problem may be due to the lack of 
available data in retail market. Additionally, retail rental data is commonly not 
available to the public. In order to tackle this problem, rateable value is chosen to be 
used as the dependent variable instead of retail market rent in this study. The 
relationship between rateable value and market rent, hence, will be discussed in 
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Chapter 6 in details.  
 
5.1.2. Equation of the Hedonic Price Model 
In real estate market, property including retail units, apartments, offices or even a 
piece of land is composed of a distinct combination of attributes which determine the 
price a potential purchaser or tenant is willing to pay. With the use of hedonic pricing 
model, relationship between the characteristics of the property and its price can be 
revealed. Therefore, it is important to identify the characteristics of retail property 
prior to the use of Hedonic Price Model.  
 
For the housing studies, many previous literatures have tried to categorize different 
microeconomic determinants of the housing value (Marks, 1984; Guntermann, 1987; 
James, 1995; Frew. J and Wilson, 2002; Mok et al., 1995). The characteristic or 
attributes of residential property can mainly be generalized as three categories:  
 
1. Structural traits (S) – physical characteristic of the property 
2. Locational traits (L) – property characteristic related to the location 
3. Neighborhood traits (N) – quality of the neighborhood environment 
 
As a result, property price (P) can be expressed as: 
 
P = f (L, S, N) 
 
Indeed, such categories of housing characteristics (S, L and N) can also be applied in 
the retail market such as the structural attributes (e.g. age and size) and the locational 
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attributes (e.g. accessibility).  
 
In Craig et al. (1984) paper, they mentioned that a number of researchers have used 
multiple regression to analyze the determinants of retail performance (Martin, 1967, 
Cottrell, 1973, Clawson, 1974, Lord, 1981, Lynge, 1981, Burnell, 1985, Davies, 1973). 
Hence, sale performance (Y) can be generally expressed as a linear function of 
location (L), store attributes (S), market attributes (M), price (P) and competition (C) 
(Craig, 1984).  
 
Few years later, Sirmans and Guidry (1993), also drew a similar conclusion on the 
rents charged to shopping centre tenant by setting the following sets of variables: 
 
RENT = f (DRAW, DESIGN, LOC, MKT) 
 
DRAW means a vector of the “customer drawing power” characteristics of each retail 
property which includes (1) total area, (2) age and (3) type of anchor tenant; DESIGN 
represents common building configurations such as the shape of the mall; LOC refers 
to the location of the mall and MKT refers to the market conditions such as time trend 
variables, population and per capita income.  
 
In Yu (1998) paper, he provided a summary of characteristics that are found to be the 
deterministic factors to retail outlet performance which include location factors (e.g. 
accessibility and traffic volume); structural factors (e.g. frontage and size); 
demographic factors (e.g. population and income) and retail environmental factors 
(e.g. competition and economic stability). He further mentioned that price of 
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street-level retail shops in a single district would not affect much by the demographic 
and environmental factors since these two characteristics do not differ substantially 
across districts. 
 
Therefore, he proposed that prices of street-level retail shops can be defined as: 
 
P = f (S, L) 
 
Another Hui et al. (2007)’s retail research, which focus on the relationship between 
market positioning and the shopping centers/retail properties’ rental levels changes, 
has proposed a similar equation for the regression analysis on the prices of street-level 
retail shops which is:  
 
In R = f (X, P, L) 
 
where X is a vector of physical characteristics of the retail facilities (e.g. age, total 
floor area, occupancy rate, etc.); P represents the market positions of the facilities (e.g. 
facilities in district centre, estate centre, etc); and L represents the location of the 
facilities. 
 
In this study, it is assumed that the implementation of pedestrianisation would directly 
affect the values of street-level retail shops in the highest extension, because the lease 
period of street-level retail shops is relatively short. Consequently, landlord of 
street-level shops can give a quick response to any environmental or economic 
changes. Therefore, Yu (1998)’s approach will be the most appropriate one for testing 
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the effect of pedestrianisation implementation on rental values changes 
 
 
5.1.3. Choice of Functional Form 
The choice of functional form will affect the determination of the correct specification 
of the hedonic relationship. Owing to the inappropriate functional form, Linneman  
(1980) has overestimated the result with a high percentage of 86 percent in his 
hedonic analysis. Butler (1982) also suggested that only those attributes that are costly 
to produce and should be considered in the regression equation in order to minimize 
misspecification. Therefore, the choice of an appropriate functional form is very 
important. 
 
However, the theory of hedonic price provides very little guidance on the choice of 
the proper functional form Butler (1982). It is difficult for researchers to choose the 
correct functional form. To select a correct functional form, Rosen adopted the 
“goodness of fit” (R2) criterion, which will be discussed in Section 5.5.1. Sometimes, 
the functional form for the hedonic price model can be deduced from a prior 
knowledge of the relationship between the dependent and independent variables.  
If there is no prior information on the choice of proper functional form, the choice 
should be taken on a trial and error basis for empirical observation. Commonly, linear 
function should always be used as the first attempt. If the linear function fails, more 
flexible functional forms such as the semi-log and Box-Cox transformation can also 
be a solution. Box-Cox transformation is always preferable as the transformation 
process can result in a better model specification (Spitzer, 1982). Hence, 
transformations can stabilize response variance, make the distribution of the response 
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variable closer to the normal distribution and improve the fit of the model to the data 
(Raymond et al., 2002).  
 
However, one of the essential requirements of Box-Cox transformation is the need of 
sufficient large volume of data. Previous research showed that there are no significant 
differences between the linear specification and the Box-Cox specification. In 
addition, dummy variables cannot be applied to the Box-Cox transformation, since the 
transformation can only be performed in variables that are strictly positive.  
 
In this dissertation, I will focus on the linear function first as there is no prior 
knowledge about the correct functional form. Then, semi-log function may be applied 
if the value of R2 is not satisfactory since the value of retail values may increase in a 
diminishing way.  
 
5.2. Regression Analysis 
Multiple regression analysis is used to estimate the rental values for every individual 
attribute in this dissertation. Regression analysis is a statistical technique for 
examining the relationship between the dependent variable and independent variables.  
 
For linear relationship, the regression equation can be expressed as follow: 
Y = a0 + Σb1x1 + e 
Where 
? Y is the independent variable (price per unit area); 
? a0 is the Y-intercept (a constant) 
? b1 is the regression coefficient of one of the independent variables 
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? b1 is an independent variable  
? e is the error term 
 
Hence, the method of Ordinary Least Squares (OLS) is commonly used to estimate 
the regression coefficients in the multiple linear regression models. It can minimize 
the residual sum of squares to find the best regression line. Therefore, method of 
Ordinary Least Squares will be used in this dissertation. 
 
5.3. Construction of the Cross-Sectional Inter-Temporal Hedonic Price 
(CSIT-HP) model  
 
5.3.1. Cross-sectional inter-temporal data analysis approach 
In this study, a cross-sectional inter-temporal data analysis is adopted to separate the 
effect of pedestrianisation from other factors. This methodology is firstly introduced 
by Chau et al. (2003) to test the value enhancement effects of refurbishment in Hong 
Kong. By means of this methodology, it can circumvent the difficulties on how to 
keep other things being equal.  
 
Indeed, the same problem occurs in testing the hypothesis of this study. In Hong Kong, 
most of the streets are different in nature and each of them may have their own 
characteristics. Therefore, a cross-sectional comparison of the rental values of shops 
in different streets would inevitably introduce other sets of heterogeneous property 
attributes. For example, it is hard to distinguish the effects of pedestrianisation from 
those of other characteristics, such as location difference (location effects). On the 
other hand, it is hard to distinguish the effects of market economy from 
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pedestrianisation if we compare the values of a shop before and after pedestrianisation 
especially for a long period of time (time effects). For instance, the rental values of a 
shop over time may be influenced by the overall property market substantially.  
 
From the above reasons, a cross-sectional inter-temporal data analysis approach is 
necessary to test the hypothesis in this dissertation which can keep other factors to be 
constant and minimize the problems of data heterogeneity. Hence, the rateable values 
from the Rating and Valuation Department permits a cross-sectional comparison 
between rental values of retail shops in the designated Pedestrian Street (Sai Yeung 
Choi Street South) and the control street (Fa Yuen Street). Furthermore, the data 
collected in the two periods (i.e. 2008-2009 and 1999-2000) can provide an 
inter-temporal comparison on the values difference before and after the 
implementation of pedestrianisation.  Combining the two in a regression model 
would help control both location and time effects.  
 
5.3.2. Cross-section Inter-temporal Hedonic Pricing (CSIT-HP) Model 
Data in the two periods of time (Inter-temporal) and on the two streets (cross-sectional) 
are studied by a Hedonic pricing model so as to estimate the implicit price of the 
property attributes, including the effect of pedestrianisation. This method allows the 
attributes of heterogeneous property to be standardized so that a like-with-like 
comparison can be made, and the effect of pedestrianisation can be identified in a 
ceteris paribus approach. 
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District-wise, only a single district would be studied by the hedonic pricing model in 
this dissertation. The district is Mongkok. Confining the data in one single district can 
help reduce the problem of data heterogeneity as retail properties in the same district 
are usually subject to the same aggregate economic, demographic and social 
characteristics in the same period (Chau et al., 2000). 
 
5.3.3. Equation of the empirical model  
As mentioned before, rateable values of both the Pedestrian Street - Sai Yeung Choi 
Street South and the Control Street - Fa Yuen Street will be estimated with a linear and 
a semi-logarithm hedonic pricing models by the ordinary least squares (OLS) 
technique. The hedonic pricing equation of the semi-log model is shown as follows:  
 
ln (RV) = α1 + α2AGE + α3SIZE + α4FRONTAGE + α5MTR + α6 LAYOUT +β1PS × 
PRE + β2PS × POST + ε 
 
where,  
? RV is the real unit rateable value of the shop in HK$ per square meter per month 
(deflated to the 1999 price level by the retail price index provided by the RVD); 
? AGE is the age of building where the shop is located in no. of years; 
? SIZE is the lettable floor area of the shop in square metres; 
? FRONTAGE is the length of shop front in m; 
? MTR is a dummy variable which equals “1” if the shop is located within 50m 
from a MTR exit, and “0” otherwise; 
? LAYOUT is a dummy variable if the shop is designed to be rectangular shape 
? PS is a dummy variable which equals “1” if the shops is situated in a pedestrian 
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street, and “0” otherwise (shops at the control street); 
? PRE is a dummy variable which equals “1” if the rateable value is obtained from 
the valuation list of 1999-2000, and “0” otherwise (of 2008-2009); 
? POST is a dummy variable which 1-PRE; 
 
5.4. Selection of variables 
 
5.4.1. Dependent variables 
The dependent variable of the model is rateable value per unit area of street-level 
retail shop after adjustment by the relevant price index. Definition of rateable values 
and the reason of selecting rateable values as the dependent variable in the model will 
be further discussed in chapter 6.  
 
5.4.2. Independent variables 
In this dissertation, there are eight independent variables are included in the model. 
The choice of independent variables mainly based on the review of previous 
literatures and an important Lands Tribunal case entitled Suen Ping Fat v. The 
Director of Lands (2007) LDLR 8/2007. In this court case, the two parties have 
different opinions on the compensation amount for a shop resumed by the Urban 
Renewal Authority in Hong Kong. Finally, the court set out the factors to be 
considered for the valuation of retail properties in Hong Kong, which included (1) 
Time, (2) Location, (3) Obstruction to Shop front, (4) Frontage, (5) Layout, (6) 
Headroom and (7) Building Age.  
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Most of these factors mentioned by the Lands Tribunal case are considered as one of 
the independent variables in my model except the obstruction to shop front factor and 
headroom factor. The reason is that, after my site investigation, all retail shops in the 
selected studied area – Sai Yeung Choi Street South and Fa Yuen Street have no 
obstruction to their shop fronts and there are no big differences on the headroom of 
the shops. Therefore, these two factors are not included as independent variables in 
the model. For other independent variables, each of them will be discussed in detail 
below.  
 
The independent variables of the model will be divided into two categories, which are 
structural and locational attribute. Structural attributes are those which physically 
relate to the units. Locational characteristics represent the location of retail units. 
Independent variables, whether locational or structural, can be divided into continuous 
and dummy variables. For continuous variables, they are quantitatively measured, for 
example: age, size and frontage. However, for those which cannot be measured 
quantitatively, dummy variables are then introduced. For example: corner and layout. 
The code for dummy variable is either “1” or “0”. 
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5.4.2.1. Structural Attributes and their Expected Effects 
 
AGE 
The age of a building usually determines the deterioration of buildings, whether 
physically or functionally. Physical factors like appearance and condition of building 
normally have an inverse relationship with age. For the function of building, it is 
expected that older retail units may also have a higher chance to subject to building 
defects such as water leakage. 
 
From previous literatures, those also suggested that the age of a shopping center/retail 
property is inversely related to the rent charged because older centers suffer physical 
neglect and older facilities (John D. Benjamin et al., 1990; John D. Benjamin et al., 
1992; Gatzlaff et al., 1994, Hui et al., 2007). Therefore, I expect that there is a 
negative influence by AGE and it is measured in years.  
 
SIZE 
Size is certainly an important factor for the study of retail price/rent. It is common in 
the leasing market that the larger area leased, the lower rent per unit area will be 
found. In addition, Lusht (1997) suggested that the relationship between building size 
and building value tends to be non-linear, with value increasing at a decreasing rate as 
size increase. In this dissertation, therefore, the size of the coefficient is expected to be 
negative on the impact of rateable value per unit area. Size is measured in gross meter 
square. 
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FRONTAGE 
Frontage is defined as the full length of a plot of land or a building measured 
alongside the road to which the plot or building fronts. In the case of contiguous 
buildings individual frontages are usually measured to the middle of any party wall1.  
Refer to Chau (2000), shop frontage is an essential factor in marketing a business as it 
is the first impression of the potential customers (Claus, 1972, Davies, 1973, Rhees, 
1992) 
 
For retail business, shop front signage and display windows are the basic things to 
publicize the shop and attract customers. Therefore, frontage which is measured in 
meter is expected to have positive influences on shops values because they provide 
greater space for displaying retailers’ products and goods.  
 
In this dissertation, corner will not be considered as an independent variable in this 
model. According to Yu (1998), Corner represents a retail unit which sit on a corner 
lot. It has two sides of frontage. Therefore, Corner and Frontage may be collinear in 
characteristic as they both reflect the length of shop front.  
 
LAYOUT 
Layout here means the shape of the retail unit which measured in meter. According to 
the abovementioned case of Land Tribunal, shape is always a factor in valuation of 
retail properties. Suggested by Sirmans and Guidry (1993), building design or 
configuration such as store shape is a major factor in determining rental rates. The 
rents charged to L- and U-shaped tenants should be lower than the liner or “strip” 
                                                 
1 http://en.wikipedia.org/wiki/Frontage 
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shape as such design may reduce the viability of tenants to traffic.  
 
In Hong Kong, most of the retail shops were in rectangular and some are in L-Shape 
since the rectangular partitioning is the least expensive structure to build and is very 
much adaptable to almost all situation. In addition, it is assumed that retailers can 
have a better space allocation for selling their products if the shop is designed in a 
rectangular shape. Therefore, rectangular shaped shop is assumed to have positive 
influences on retail shops values. Layout is used as a dummy variable where “1” 
represents the shop is in rectangular shape.  
 
5.4.2.2. Locational Attributes and their Expected Effects 
 
MTR 
The Mass Transit Railway system (MTR) is a common mode of public transport in 
Hong Kong because of its efficiency and affordability. Over four million trips are 
made in an average weekday. By taking MTR, people can access to most of the core 
areas in Hong Kong quickly and easily.  
 
In real estate market, the presence of MTR station is always a major concern for 
people who would like to buy or rent a property in Hong Kong. Many previous 
researches also indicated that distance between the property and the nearest MTR 
location would highly affect the prices of real estate. Therefore, it is expected that 
MTR exits have a certain retail drawing power. Hence, the retail shops which are 
located near MTR exit can take full advantage of the extensive pedestrian flow which 
induced by it.  
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In this dissertation, MTR is a dummy variable which represents the distance between 
retail shop and the nearest MTR exit. It is assigned to be “1” if the shop is located 
within 50 meters from the nearest MTR exit.  
 
PS x PRE 
The interaction term between PS and PRE would become a dummy variable which 
equal to “1” if the shop is located in Sai Yeung Choi Street South before 1999 in 
which the pedestrianisation scheme was not introduced. This independent variable is 
to test the difference in rateable values between Sai Yeung Choi Street South and Fa 
Yuen Street before the implementation of pedestrianisation. Hence, this variable can 
act as a control to test the value enhancement effects of pedestrianisation. 
 
PS x POST 
Another interaction term between PS and POST forms a dummy variable which equal 
to “1” if the shop is located in Sai Yeung Choi Street South after the implementation 
of pedestrianisation scheme. It is the most important variable to test the hypothesis. 
By subtracting the coefficient of PS x POST by the coefficient of PS x PRE, the net 
value enhancement effects of pedestrianisation can be estimated, ceteris paribus. 
Most likely, retail business in Pedestrian Street can be benefited by the positive 
change in retail turnover. Hence, it is assumed that rental value of shops will also be 
increased due to the strong competition in the Pedestrian Street.  
 
In this dissertation, type of business will not be considered as a determinant of 
rateable values of retail shops. It is because the rateable value is estimated on the 
assumption that the property in its actual physical state was vacant to let (Pang., 
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2006).  
 
The following table summarizes all the definitions and descriptions of variables used 
for this study.  
 
Table 5.1: Summary of all the variables considered in this study 
 
Categories Unit of measure Descriptions 
Dependent variable:   
Rateable value /m2 HK$ per m
2  
(per month) 
Net rateable value per unit area of the shop 
per month in the year-1999 price level 
Independent variables:   
Physical Attributes   
AGE years Age of the building (Current year - OP) 
SIZE m2 Size of the shop (lettable floor area) 
FRONTAGE m Length of shop front 
LAYOUT Dummy Layout = 1 if the shop is rectangular in shape 
Locational Attributes   
MTR Dummy MTR = 1 if distance between the shop and  the nearest MTR exit < 50m 
PS x PRE Dummy PS x PRE = 1 if the shop is located in SYCSS before pedestrianisation 
PS x POST Dummy PS x POST = 1 if the shop located in SYCSS after pedestrianisation 
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5.5. Test Statistics 
From the regression analysis, two test statistics, coefficient of determination (R2) and 
t-statistics (t) are of paramount importance in evaluating the regression results. They 
are explained in the following paragraphs. 
 
5.5.1. Coefficient of Determinations (R2) 
The coefficient of determination (R2) demonstrates the proportion of variation in the 
dependent variable explained by the variation in the independent variables. The value 
of R2 ranging from zero to one completely represents the lack of fit to perfectly fit. It 
is usually employed as a measure of goodness of fit. R2 increase when the 
independent variables are irrespectively included in the equation. For example, if R2 
equals 0.7, it indicates that 70% of changes in the dependent variable lead to the 
changes of the independent variables.  
 
Since R2 cannot decrease as we add terms to the model, some researchers may include 
as many variable as they have observed. This inclusion causes unreliable estimates 
and severe problems of interpretation. Therefore, some regression model builders 
proposed to use an adjusted R2 statistic instead of R2 which defined as follow: 
Error! Bookmark not defined. 
             
 
 
In general, the adjusted R2 statistic may not increase as variables are added to the 
model. In fact, if unnecessary terms are added, the value of adjusted R2 will often 
decrease. Therefore, the greater the adjusted R2, the better the data fits with the model 
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 5.5.2. T-statistics (t)  
As discussed above, the regression coefficients measures change in the dependent 
variable associated with a unit change in the corresponding independent variable 
maintaining all other factors to be constant. To test the statistical significance of the 
effect of the independent variable on the dependent variable, the t-statistic is required. 
 
The larger the absolute value of t is, the less likely the regression coefficient of this 
independent variable equals 0. Then it is 95% sure that the regression coefficient is 
non-zero, meaning that the regression coefficient at the 5% level and the chance that 
coefficient equals 0 is only 5%. If the absolute value of the calculated 5 is higher that 
the critical (tc) for a given significant level (x%) and degree of freedom, then the 
coefficient is said to be “significant at the x% level”.  
 
In this study, an independent variable will be regarded as insignificant if it is not 
significant at the 90% confidence level.  
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CHAPTER 6   DATA SPECIFICATIONS 
In this study, the rental values of retail shops are required as well as their locational 
and structural characteristics. Moreover, the changes of the implementation of 
pedestrianisation (Year 1999 and 2008) in Sai Yeung Choi Street South and Fa Yuen 
Street before are also used for this dissertation. The specific method of valuation of 
rateable value and the reasons of chosen studied period will be discussed in detail in 
this chapter. 
 
All the dependent variables discussed before are collected for the model and a large 
amount of data are used to increase the accuracy and reliability of the result. Data of 
retail unit characteristics are collected by various means and the details will also be 
given below. 
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6.1.  Source of the dependent variable – the Rateable Value 
Rateable values of two periods (2008-2009 and 1999-2000) are chosen to be the 
dependent variable for investigating the effect of pedestrianisation on retail rental 
values. All the rateable values (2008-2009) are compiled from the valuation list in 
Rating and Valuation Department in display period. Hence, rateable values 
(1999-2000) are obtained by submitting application in requisition of information in 
valuation list to Rating and Valuation Department.  
 
It is a common indicator to demonstrate the properties’ rental values at a designated 
valuation reference date, assuming that the property was then vacant and to let (Leung, 
2005). For the assessment of the rateable value, reference is made to open market 
rents for similar properties in the locality, with adjustments to reflect differences in 
size, location, facilities, standards of finish, and management. Therefore, by utilizing 
the rateable values in compiling the price indices, allowance is made not only for the 
floor area but also other qualitative differences between properties. The principle of 
rateable value and methods of valuation on the values of retail shops will be 
elaborated below.  
 
 
6.1.1. Principle of Rateable Value 
Rateable Value is in effect the estimated annual rental value assessed by the Rating 
and Valuation Department for the collection of property rates. According to the 
Section 7(2) of the Rating Ordinance: 
‘…… an amount equal to the rent at which the tenement might reasonably be expected 
to let, from year to year, if -  
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(a) the tenant undertook to pay all usual tenant’s rate and taxed; and  
(b) the landlord undertook to pay the Government rent, the costs of repairs and 
insurance and any other expenses necessary to maintain the tenement in a state to 
command that rent.’ (Pang, 2006) 
 
Practically, the rateable value is an estimated annual rent which would have been 
agreed between a hypothetical landlord and a hypothetical tenant, on the assumption 
that the property in its actual physical state was vacant to let. The changes of the 
rental levels of different types of properties and properties in different locations vary 
due to many factors, including economic, social and demographic changes which 
affect property values. Rating and Valuation Department re-valuate the rateable values 
of all properties in Valuation List annually since 1999. The valuation reference date is 
fixed at 1st October for the Valuation List to take effect on 1 April in the following 
year (Pang., 2006). Therefore, the relevant dates of rateable values for the 1999-2000 
and 2008-2009 in Valuation List are 1st October, 1998 and 1st October, 2007.  
 
For revaluation purpose, requisition forms would be sent to ratepayers to collect rental 
information for all types of properties around the designated valuation reference date. 
After the collection of all rental information, the net rents are derived by management 
fees and air-conditioning charges excluding the rates. Rent will also be adjusted to 
account for the difference in time between the rent commencement date and the 
valuation reference date, to reflect any rent-free periods and to deduct any other 
charges such as the hire of furniture during the lease term. The adjusted rental 
information will also be scrutinized by professional valuers and rents are not the result 
of genuine letting (e.g. those between related parties), or which are substantially 
 75
below and above market levels, will be treated as ‘outliers’ and excluded from 
analysis (Pang., 2006).  
 
6.1.2. Methods of Valuation 
According to Pang. (2006), published by the Rating and Valuation Department, there 
is no statutory requirement to use any particular method of valuation in arriving at the 
rateable value of a tenement. The choice depends upon the nature of the tenement and 
the availability of rental evidence. For most of the cases, there is a general agreement 
between Rating and Valuation Department and ratepayers in order to select the most 
appropriate method on the valuation of substantial tenements. Three valuation 
approaches including Valuation by Reference to Rents (Rental Comparison Method), 
Valuation by Reference to Receipts and Expenditure (Receipts and Expenditure 
Method) and Valuation by Reference to Costs (Contractor’s Method) have gained 
clear judicial recognition, are normally used for the rateable values valuation.  
 
Among the three valuation methods, the first one (Rental Comparison Method) are 
usually used to do the valuations. Receipts and Expenditure Method are commonly 
adopted if the generation of revenue or profits is not the occupier’s prime motive. His 
receipts are unlikely to provide a true indication of the rental for which he might 
reasonably expect to pay. The examples of properties that would be applicable to this 
method are public utilities, hotels, cinemas, etc. For the Contractor’s Method, it is 
commonly adopted for tenements which are seldom let and no rental evidence can be 
found. This valuation method is used in Hong Kong for rating assessments of oil 
depots, golf courses, recreational clubs and other similar tenements. For these reasons, 
it is believed that most of the rateable values of retails shops selected in this 
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dissertation are valued by Rental Comparison Method.  
 
6.1.2.1. Rental Comparison Method 
As mentioned before, rateable values is defined as ‘an estimate of the annual rental 
value of the property at a designated valuation reference date, assuming that the 
property at a designated valuation reference date, assuming that the property was then 
vacant and to let.’ Most of the properties include residential, offices, shops, flatted 
factories and godowns are commonly valued by reference to rents if the open market 
rental values are available for the subject property or similar properties, and evidence 
conforms to the statutory definition of rateable value.  
 
To achieve a more realizable and meaningful rateable values, appropriate adjustments 
are needed sometimes to arrive at the net rent and conform to the basis of the rating 
hypothesis. The net rent excluding rates are management fees, air-conditioning 
charges and other factors that would probably affect the rent such as different 
agreements between the landlord and tenant in lease term. In general, the procedure of 
adjustment is similar to the multiple regression models. Hence, the relationship 
between rental values and the property attributes can be established in a systematic 
and objective way. Properties attributes being analyzed include floor area, location, 
building age, grade, etc.  
 
The equation from the regression analysis takes the following additive form: 
Y = b0 + b1X1 + b2X2 + … + bnXn 
where Y is the independent variable, the basic rate $/m2 
     X1, X2,…Xn are the independent variables, e.g. X1 = floor area, X2 = building 
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age, etc 
b0 is the constant or intercept 
b1, b2,...bn are the coefficients of the independent variables (Pang., 2006) 
 
6.1.3. Reasons of using Rateable Value 
There are some reasons for using rateable value as the dependent variable for this 
study. To commence with, it is difficult, if not impossible, to collect retail rental data, 
as it is regarded as business secrets. It is a common problem that all researchers may 
face when doing retail research. Sufficient and reliable data are hard to obtain as the 
number of transaction for street-level retail units are simply low compared with the 
transaction of residential properties. For another, most of the data are regarded as a 
secret within the retail sector and would not be disclosed to the public in common. In 
contrast, all rateable values of retail units can be readily obtainable from Rating and 
Valuation Department, though with cost. The rateable values of the retail shops in Sai 
Yeung Choi Street South and Fa Yuen Street in these two periods are purchased partly 
for the purposes of this dissertation, with the financial support of a retail research project.  
 
The second reason is that the use of market rent as the dependent variable will 
probably introduce extraneous price-affecting characteristics into the model, such as 
lease conditions, rent-free period and availability of fittings. These can be very much 
different from a lease to another, which may affects adversely the results. The use of 
the rateable value provides an excellent control experiment to avoid most of these 
problems since all values have been adjusted by professional valuers. Therefore, it is 
more appropriate to use rateable value as the dependent variable. 
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6.2. Data Adjustment for Time 
As rents in Hong Kong are usually quoted on a monthly basis, rateable values 
obtained are divided by 12 to arrive at the monthly rental values in this dissertation. In 
addition, the rateable value took place at two different points of time, it is important to 
adjust by the Government Retail Property Index constructed by Rating and Valuation 
Department before inputting into the model. The price index is designed to measure 
the changes in value while keeping the changes in quality at a constant. The index is 
measured by reference to the factor of price divided by rateable value of the subject 
properties rather than by reference to price per square meter of floor area. Since 
rateable values are used to be the dependent variables, Government Retail Property 
Index published by the Rating and Valuation Department is the most appropriate 
index for the adjustment in this dissertation.  
 
6.3. Sources of independent variables 
For the positional and structural characteristics including building age, size, frontage, 
distance to MTR and layout are obtained from building plans and my own site 
inspection.  
 
6.3.1. AGE, SIZE, FRONTAGE and LAYOUT  
Dependent variables such as building age, size, frontage and layout are collected from 
approved general building plans in Buildings Department. Building age is calculated 
by subtracting year of occupation permit (OP) released from the current year - 2008. 
Layout of the retails unit is observed from the building plans of all retails unit as well. 
It is found that there are only two types of layout for all retail shops located in Sai 
Yueng Choi Street South and Fa Yuen Street, which are Rectangular Shape and 
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L-Shape. Nevertheless, retail shops with Rectangular Shape are in a high proportion 
within all retail shops.  
 
The size and frontage of each retail shop in two streets is measured directly from the 
approved general building plans and with reference to my observation and 
measurement in my site investigation. For the size of retail shops, lettable floor area 
(LFA) is used as the determination of rental values of retail shops are based on lettable 
floor area rather than gross floor area.  
 
6.3.2. MTR 
Centamap is used for the measurement of distance between the nearest MTR exit, and 
each retail shops in Sai Yeung Choi Street South and Fa Yuen Street. MTR is regarded 
as a dummy in this dissertation, because all retail shops are located in these two 
streets which are close to each other. The variation of distance between MTR, and 
retail shops would be very small. Therefore, retail shops which locate within 50 
meters from the nearest MTR station, the dependent variable “MTR” is assigned to be 
“1” and vice versa.  
 
6.3.3. SIZE AND FRONTAGE 
Since most of the buildings in Mongkok were built in 1970, general approved 
building plans which available in Building Departments may not be clear enough to 
show the size and frontage of all retail shops. Site investigation is needed to measure 
the frontage of retail shops and then compare with the building plans in Buildings 
Department in order to achieve a more accurate and reliable data. I repeated visiting 
all the retail shops and measured the frontage during Lunar New Year and the morning 
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of daily time. The pedestrian flow is relative low at that time, it is more convenience 
for me to conduct the measurement and hence the data can be more accurate. At the 
same time, corner retail shops can also be recorded.  
 
Table 6.1 Summary Statistics of All Variables (Sai Yeung Choi Street South) 
 RV/m2 (2008) RV/m2 (1999) Age Size Frontage 
 HK$/m2  
(per moth) 
HK$/m2/ 
(per month) 
(Years) (m2) (m) 
Mean 6,511.98 3,391.51 35.40 53.96 4.65 
Median 6,030.15 3,303.70 36.00 41.80 4.00 
Max. 18,777.78 7555.56 56.00 312.00 10.82 
Min. 2,631.41 1,371.79 7.00 9.00 2.47 
Std. Dev 2,469.61 1,151.24 11.27 47.24 1.97 
 
 
Table 6.2 Summary Statistics of All Variables (Fa Yuen Street) 
 RV/m2 (2008) RV/m2 (1999) Age Size Frontage 
 HK$/m2 HK$/m2 (Years) (m2) (m) 
Mean 3,139.69 1,972.03 34.00 71.69 4.62 
Median 2,699.39 1756.64 40.00 61.00 4.27 
Max. 11,209.68 5,048.54 57.00 800.80 14.60 
Min. 418.33 181.60 4.00 2.00 1.00 
Std. Dev 1,922.80 999.95 14.44 96.53 2.37 
 
 
Detail information about the data samples of this study will be shown in Appendix II. 
 
6.4. Reasons of choosing the studied period 
Rateable values of retail shops in 1999/2000 and 2008/2009 are designated as the 
rental values Before- and After- pedestrianisation in Sai Yeung Choi Street South and 
Fa Yuen Street. Thus, the valuation reference date would be 1st October 1998 and 1st 
October 2007 according to the abovementioned practice of Rating and Valuation 
Department.  
 
 81
The selection of the studied period for investigation is mainly based on the economic 
situation in Hong Kong. Economic situation of the assessment day in year 1998 and 
2007 are relatively stable comparing with other periods. Hence, the period suffered 
economic crisis (1997) is not chosen. Therefore, the values affected by economic 
situation can be minimized and the changes in rental values are solely due to the 
implementation of pedestrianisation.  
 
6.5. Data Reliability 
It is important to notice that the result of this study mainly depends on the reliability 
of various data sources. The four main data sources are: 
(i) Rateable Values 
(ii) Building Plans and Site Investigation 
(iii) Centamap 
 
6.5.1. Rateable Values 
In order to check the reliability of rateable values, there are specified regression 
models in each district which suggested by Rating and Valuation Department. Those 
are having a different functional form and/or a different set of significant variables. 
The two common types of models in each district are Objective Model, which 
includes only the physical characteristics or attributes as independent variables, and 
Subjective Model, in which the current rateable value is also one of the independent 
variables. 
 
In a subjective model, RVD suggested that the current rateable value is often the most 
significant variable to predict the market rent. It is also proved that the subjective 
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model is most likely to give better results than the objective one in prediction of 
market rent. It is because the current rateable value has already reflected many factors, 
especially the building quality and the location. In addition, rateable values will be 
re-valuated every year and therefore it is a reliable source (Pang., 2006). 
 
6.5.2. Building Plans and Site Visit 
In accordance with the provisions of section 14(1)(a) of the Building Ordinance and 
regulation 29 of the Building (Administration) Regulations, any commencement of 
building works should be approved by Building Authority by submitting all the 
building plans related to the building works. If there are any alterations or additions to 
building works, application shall be made in writing to the Building Authority with 
plans showing the alterations or additions according to section 33(1)(a) of the 
Building (Administration) Regulations. Hence, all the approved building plans were 
kept by the Buildings Department except for pre-war buildings and New Territories 
Exempted Houses.  
 
It is a common practice to obtain building information by reference to the building 
plans in Hong Kong. However, partitioning of a building may not be showed clearly 
in 1970’s building plans. To solve this problem, I have carried detail site investigation 
to all retail shops in Mongkok and compared the shops area and frontage with the 
building plans so as to increase the reliability of data. For those building information 
which can not be obtained by building plans or site investigation, I have excluded 
them from my data set. 
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6.5.3. Centamap 
The source of digital maps in Centamap.com is mainly reserved by the Survey and 
Mapping Office in Lands Department. It provides all the information such as location 
of streets, buildings and facilities in Hong Kong on scale. Distance can be measured 
easily with high accuracy. 
 
6.6. Concluding Remarks 
All independent and dependent variable used are selected cautiously. The quality and 
reliability of data therefore are believed to be high. The data collection process was 
rather long and should be processed carefully and repeatedly to reduce the chance of 
making error. However, this process provides me an opportunity to have more 
understanding on the retail sector and characteristic of Mongkok in which the place I 
born and lived when I was young. Additionally, it is very useful when I come to 
analyze the results.  
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CHAPTER 7   RESULT AND ANALYSIS 
 
This chapter presents the statistical results of the hedonic equation estimations, 
analyzes the result and discusses the implications. 
 
7.1. Empirical Results 
In this study, the Cross-Sectional Inter-Temporal Hedonic Price (CSIT HP) Model 
consists of, among others, two key variables, PS x PRE and PS x POST, which 
represent the unit rent difference between shops in the two streets in Mongkok, before 
and after the implementation of pedestrianisation. They measure the spatial difference 
of the temporal difference, thus controlling all other factors. This model is designed to 
compare the changes in rateable values in Pedestrian Street before and after the 
implementation of pedestrianisation by comparing with a suitable control group– 
shops located in the control street: Fa Yuen Street.  
 
All the data obtained are run by the computer software, EViews, results are presented 
in the form of numerical figures. Then, the results are interpreted from the sign, 
magnitude of the partial coefficient and the p-value of each independent variable, as 
well as the adjusted R2.  
 
Equation 
ln (RV) = α1 + α2AGE + α3SIZE + α4FRONTAGE + α5MTR + α6 LAYOUT + β1PS × 
PRE + β2PS × POST + ε 
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Table 7.1 Empirical Result of the Model 
 
No. of observation: 330 
Independent 
Variables Coefficient Std. Error t-Statistic Prob. 
Constant 7.522 0.093 80.710 0.000 
Structural Variables 
AGE 0.002 0.002 0.813 0.407 
SIZE* -0.003 0.000 -10.859 0.000 
FRONTAGE* 0.028 0.102 2.712 0.007 
LAYOUT 0.045 0.036 1.251 0.212 
Locational Variables 
MTR* 0.332 0.046 7.219 0.000 
PS x PRE* 0.297 0.567 5.308 0.000 
PS x POST* 0.818 0.005 15.234 0.000 
R2 0.618   
Adjusted R2 0.610   
F-Statistic 74.513   
Prob (F-statistic) 0.000   
* Significant at the 1% level. 
 
Table 7.1 summarises the results of the CSIT-HP Model used in this dissertation. The 
Adjusted R2 measures the explanatory power of the hedonic pricing model. The value 
of R2 in the model is 0.610. It indicates that about 61% of the variation in the 
dependent variable can be explained by the variation in the independent variables. The 
explanation power of this model is reasonably high. The F-statistics is large and 
significant (p<0.01%) which implies that the hypothesis of all coefficients are zero is 
rejected.  
 
By looking at t-statistic and p-value, it can be observed that five out of the seven 
variables are of the expected sign and are significant at the 1% level, except the 
coefficients of AGE and LAYOUT. This means that most of the considered 
independent variables are as expected and their effects on the dependent variable (RV) 
are statistically significant.  
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7.2. Discussion of Empirical Results 
 
AGE 
The independent variable AGE is found to be positive in sign, but insignificant. The 
result can reasonably be explained. Commonly, the implicit value of AGE reflects the 
condition and appearance of a building. In Hong Kong, however, extensive 
refurbishments of shops in old buildings are carried out regularly, especially in the old 
shopping districts like Mongkok. This regular upgrading would probably negate the 
adverse impact of age on the desirability of the building.  
 
SIZE 
The independent variable SIZE is found to be negative in sign and significant at the 
1% level. The coefficient is -0.003. The result is as expected, the larger the size of the 
shops, the lower the price per unit area. However, the coefficient of SIZE is quite 
small. This can be explained by two reasons. Firstly, the shops in Sai Yeung Choi 
Street South and Fa Yuen Street mainly sell clothes, electronic appliances and sport 
goods. The amount of space required is quite small and therefore small units are more 
popular. The second reason is that the difference in shop size in Mongkok is relatively 
small due to the design of the buildings. Hence, the variation of size in the data set is 
quite low and therefore the effect of size cannot be fully reflected. 
 
FRONTAGE 
The independent variable FRONTAGE is tested to be positive sign and it is significant 
at 1% level. The coefficient of FRONTAGE is 0.028. Again, the result is under 
expectation. The wider the length of shop front, the higher the rental values of the 
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shop. Retailers can have more space to promote their products or goods in shop front 
to attract attention of the pedestrians.  
 
LAYOUT 
The independent variable: LAYOUT is tested to be positive sign but insignificant. The 
coefficient of LAYOUT is 0.045. As expected, the simple shapes such as rectangular 
are the higher rental value of retail shops. With a rectangular shape, retailers can 
allocate their space in a more flexible way. However, the effect of LAYOUT is tested 
to be insignificant. I attribute the lack of variability of layout in the data set which 
may be the reason affecting the accuracy of the result to the investigation of only 2 
streets. 
 
MTR 
The independent variable: MTR is tested to be positive sign and it is significant in 1% 
level. The coefficient of LAYOUT is 0.332. This result highly reflects the importance 
of MTR system in Hong Kong. For shops which are located near the MTR exit, they 
will be likely to be benefited by the high pedestrian flow which generated by MTR. 
As mentioned in Chapter 4, potential customers of retail shops in Mongkok are 
mainly local teenagers. MTR is always the first choice for them to go though the core 
areas in Mongkok. In addition, with a shorter distance between MTR exit and retail 
shops, people can visit the shop more quickly and easily. 
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PS x PRE 
Here comes the most important factor testing the hypothesis of this study. The 
independent variable PS x PRE is positive in sign and is significant at the 1% level. 
The coefficient of PS x PRE is 0.297, implying that the rateable value per unit area of 
retail shops in Sai Yeung Choi Street South was about 29.7% higher than that in Fa 
Yuen Street before the implementation of pedestrianisation (1999-2000).  
 
The higher rateable values of Sai Yeung Choi Street South is possibly due to the 
difference in shopping environment and location of two streets. As Sai Yeung Choi 
Street South is closer to the centre of Mongkok, pedestrian flow in this street is almost 
always found to be higher than that in Fa Yuen Street.  
 
PS x POST 
In contrast, the independent variable PS x POST is found to be much larger in 
magnitude, and is still positive in sign and significant at the 1% level. The coefficient 
is 0.818, implying that the rateable value per unit area of retail shops in Sai Yeung 
Choi Street South, after the implementation of pedestrianisation (2008-2009), was 
about 81.8% higher than that in Fa Yuen Street.  
 
In other words, the net value enhancement effect of pedestrianisation on retail shop is 
the difference between the coefficients of PS x PRE and PS x POST, i.e. the net 
increase in rateable value of shops in the Pedestrian Street - Sai Yeung Choi Street 
South was 52% (81.8 – 29.7) (at the price level of October 1998) due to the 
implementation of pedestrianisation.  
 89
7.3. Implications of Results 
In Hong Kong, pedestrian scheme has been implemented for more than eight years, 
and it was first introduced as a transport strategy to enhance the environment and 
safety for pedestrians. It is generally welcomed by the public especially for the 
pedestrian street – Sai Yeung Choi Street South in Mongkok. These days, Sai Yeung 
Choi Street South is not only a shopping street, but also a public space enjoyed by the 
local residents and tourists. Street performances and non-economic activities can 
commonly be found in Sai Yeung Choi Street.  
 
It seems that the primary objective of implementing pedestrianisation in Hong Kong 
is emphasized on the interests of pedestrian such as improvement of pedestrian 
environment, reduction on air pollution...etc. However, many past literatures have 
proven that the effect of pedestrianisation may not only go to the pedestrians. In fact, 
benefits generated by the implementation of pedestrianisation are shared between a 
wide range of private and public town-centre services: the landlords, the pedestrians 
and the town itself. In the economic perspective, retail business owners who operate 
in Pedestrian Street will generally benefit by the increase in retail turnover. Hence, the 
benefit of landlord may be achieved by the increase in retail rent/price.  
 
Many researchers, indeed, have tried hard to propose an explanation on such 
phenomenon - improvement on economic activities. The most common arguments are 
the urban quality improvement, enhancement of pedestrian environment. 
Consequently, more pedestrians are willing to visit and shop in the pedestrian area in 
such a safety and environmental friendly environment.  
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 In this study, pedestrian street – Sai Yeung Choi Street South is used as the studied 
area to test the effect of pedestrianisation on economic activities such as retailing. It is 
theoretically assumed that pedestrianisation would enhance the rental values of its 
surrounding retail shops. And the results show that it has a positive effect on the rental 
values of its surrounding shops. The land premium of Pedestrian Street, as showed 
before, has increased 52 per cent after the implementation of pedestrianisation.  
 
From the result, it shows that the implementation of pedestrianisation does have 
positive impact on the rental values of retail shops nearby, and the result is robust. 
This phenomenon can be explained by the reasons suggested by the previous 
researchers - urban quality improvement and pedestrian environment enhancement. 
The shopping environment of Sai Yeung Choi Street becomes more attractive after the 
implementation of pedestrianisation and hence, more pedestrians will be attracted to 
the street. Business performance of retail shops in pedestrian street also be improved 
due to the increase of pedestrian flow.  
 
In Chau (2000)’s paper, he explained that there is a relationship between business 
performance and the retail price. He also addressed that the choice of retailer’s 
location is constrained by bid-rent principles, or simply its ability to outbid the next 
competitor for a location with high retail sales potential. From a retailing perspective, 
the trade-off between cost of a sough-after location and potential custom derived from 
the location is ruthless – the price of retail property may be low simply because it is 
not locationally attractive to retailers, and attracts low rent bids. Therefore, there is a 
direct relationship between expected retail sales performance at locations, rent bids 
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and the property sale price. The highest rent, and thus the highest expected selling 
price of retail units, could be expected to be achieved at that location where the best 
sales performance can be achieved.  
 
From the above reasons, it shows that there may be a close relationship between 
shopping environment, pedestrian flow, retail turnover and values of retail shops. All 
of these aspects will theoretically be improved after the implementation of 
pedestrianisation. In this dissertation, it is proved that the rental values of retail shops 
has been enhanced in the selected study area – Sai Yeung Choi Street South in 
Mongkok after the implementation of pedestrianisation and the effect is quite 
significant.  
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CHAPTER 8   CONCLUSION 
This chapter summarizes the findings of this dissertation, discusses the limitations of 
the empirical tests as well as providing suggestions for further studies. It hopes that 
the findings and suggestions in this study can be found useful and more studies 
concerning the effect of pedestrianisation can be carried out in the future.  
 
8.1. Summary of Findings 
The objective of this study is to test empirically the positive effect of pedestrianisation 
on retail shop rent. This is probably the first quantitative study on this hypothesis. In 
this dissertation, Sai Yeung Choi Street South is selected to be a study area to 
investigate this effect. Rateable value is used as a dependent variable to proxy the 
rental value of retail shop in the market. All data includes rateable values and different 
attributes of retail units were collected and analyzed using a cross-section 
inter-temporal hedonic pricing model, which is used to estimate the values difference 
between the selected pedestrian street and a control street before and after the 
implementation of the pedestrianisation scheme.  
 
From the findings of the empirical results, it shows that pedestrianisation increases the 
rental values by approximately 52 per cent, and the result is statistically significant. It 
confirms the hypothesis that the rental level of the retail market is positively affected 
by the implementation of the pedestrianisation scheme.  
 
The findings in this dissertation are in line with the literature discussed in the previous 
chapter. The implementation of pedestrianisation will provide certain benefits to the 
city in both economics, environmental and social perspectives. Moreover, the benefits 
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will be shared between a wide range of private and public town-centre services, the 
landlords, the pedestrians and the city itself.  
 
From my observations, it is found that the value enhancement effect of 
pedestrianisation may be affected by the activity-generation attractions offered in the 
street which created a place for people to meet, to visit and to be seen. Pedestrian 
street provides a pleasant and safe space for both economic activities such as shopping 
and non-economic activities, such as street performance. For the study area in this 
dissertation – Sai Yeung Choi Street South, different street performance can easily be 
found in the street. It is interesting to know that whether those non-economic 
activities can also produce attraction effects to draw the pedestrians to the street and 
hence benefit to the retail shops nearby.  
 
In this regard, we can draw inspiration from Gehl (1987) suggestion that the best 
designed public spaces are those that successfully encourage the most optional and 
social activities. From this perspective, it can be concluded that the best designed 
pedestrian street is one that offers greater opportunities for optional and social 
activities. 
 
8.2. Limitation of Research 
Limitation on data sample is one of the limitations in this dissertation. There are only 
330 data sets used as observations for the regression analysis. This may not be large 
enough to make a robust conclusion, but this has already been one of the largest-scale 
empirical studies on retail rental markets in Hong Kong, as data of rateable values or 
market rents of shops are either not available or very expensive to obtain. It would be 
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better if all the rateable values of retails shop in all pedestrian streets in Hong Kong 
can be obtained from a certain period before and after the implementation of 
pedestrianisation since the effect on the changes in rental values can be observed year 
by year. However, rateable values are collected only at two discrete periods in this 
dissertation due to the limited funding of the project undergoing by my supervisor.  
 
Nevertheless, the chosen studied period and the studied area in this dissertation are 
under prudent consideration and careful selection, this would be the first and 
invaluable research which studies on the effect of pedestrianisation on rental values in 
Hong Kong and provide a milestone for further investigation on this topic in a larger 
scale.  
 
There may also be some missing variables in the model, for example, trade of 
business. The inclusion of these variables is however, prohibited by the unavailability 
of data. Yet, it may not be a problem in this dissertation. The dependent variable used 
in this study - rateable values are estimated on the assumption that the property in its 
actual physical state was vacant to let (Pang., 2006). Therefore, we can assume that 
trade of business would not be taken into account in the valuation procedures.  
 
The results of this dissertation are based on the rateable values of street level retail 
properties of Pedestrian Street in Mongkok, its applicability in other pedestrian area 
may be limited but it can be used as a reference of pedestrian areas in other districts. 
In addition, this study is performed based on the assumption that rateable value can 
act as an indicator to reflect the rental values of retail shops in the market. The results 
depend much on the professional valuation of valuers in Rating and Valuation 
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Department. There may not be a strong relationship between rateable value and 
market rent. 
 
8.3. Further Research Areas 
This dissertation has provided certain empirical insights into the effect of 
pedestrianisation on rental values of shops nearby. Due to the limited funding and 
resources, the study can only be performed in a small scale. The value enhancement 
effect of pedestrianisation is quite obvious in the pedestrian street in Mongkok. 
However, it does not imply that the scheme will also be successful in other districts in 
Hong Kong. For future study on the pedestrianisation, it is strongly recommended to 
carry out a larger-scale empirical test to examine and compare the effect in different 
pedestrian streets in Hong Kong.  
 
Furthermore, the effect of pedestrianisation may not be limited to retailing. It can also 
be extend to other economic activities such as residential and commercial sector in 
Hong Kong. Enlarging the area in study, take more Pedestrian Streets and more 
businesses in a longer period into account can help generate a more comprehensive 
view on the issue. All of these findings are important to provide a general direction 
and guideline for the Hong Kong government to review the existing pedestrianisation 
scheme and further develop the scheme in the future.  
APPENDIX I – Pedestrianised Areas in Hong Kong 
 
  Full-time Pedestrian Street Part-time Pedestrian Street Traffic Calming Road 
Causeway Bay
Jardine's Crescent 
Paterson Street 
Russell Street (between Lee 
Garden Road and Percival Street) 
Lockhart Road 
East Point Road 
Great George Street (between Cannon 
Street and Paterson Street) 
Pak Sha Road 
Lee Garden Road (between Kai Chiu 
Road and Pak Sha Road)  
Foo Ming Street  
Great George Street (between Paterson Street 
and Gloucester Road) 
Kai Chiu Road  
Lan Fong Road  
Lee Garden Road (between Foo Ming Street and 
Hysan Avenue; and between Kai Chiu Road and 
Hennessy Road) 
Russell Street (in front of Times Square) 
Yun Ping Road (between Kai Chiu Road and 
Hysan Avenue) 
Paterson Street (between Kingston Street and 
Great George Street) 
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Central Theatre Lane Chiu Lung Street 
D'Aguilar Street (between Wyndham 
Street and Wellington Street)  
Lan Kwai Fong 
Wo On Lane 
Elgin Street 
Peel Street (between Staunton Street and Caine 
Road) 
Staunton Street 
Mongkok N/A 
Sai Yeung Choi Street South (between 
Nelson Street and Soy Street) 
Nelson Street (between Sai Yeung Choi 
Street South and Fa Yuen Street) 
Soy Street (between Sai Yeung Choi 
Street South and Fa Yuen Street) 
Tung Choi Street (between Argyle Street 
and Dundas Street)  
 
Fa Yuen Street 
Shan Tung Street 
Dundas Street 
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Tsim Sha Tsui N/A N/A 
Ashley Road (section north of Middle Road)  
Canton Road (section between Salisbury Road 
and Kowloon Park Drive) 
Haiphong Road 
Hankow Road (section between Middle Road 
and Haiphong Road) 
Ichang Street 
Lock Road 
Peking Road (section between Canton Road and 
Nathan Road)  
Minden Avenue 
Wan Chai  Lee Tung Street Triangle Street 
Tai Yuen Street (section between 
Johnston Road and Cross Street) 
Cross Street (between Spring Garden 
Lane and Tai Yuen Street)   
Stone Nullah Lane (between Johnston 
Road and Cross Street)  
Ship Street  
 Amoy Street   
 Burrows Street  
 Lun Fat Street  
 Swatow Street   
 Tai Wong Street East   
 Tai Woo Street   
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Sham Shui Po N/A 
Apliu Street (between Yen Chow Street 
and Nam Cheong Street)  
Fuk Wa Street (between Kweilin Street 
and Nam Cheong Street)  
Pei Ho Street (between Fuk Wing Street 
and Fuk Wa Street, and between Apliu 
Street and Yu Chau Street)  
Fuk Wa Street (between Yen Chow Street and 
Kweilin Street)   
Nam Cheong Street (between Yu Chau Street 
and Un Chau Street)  
Pei Ho Street (between Un Chau Street and Fuk 
Wing Street) 
Fuk Wing Street (between Yen Chow Street and 
Nam Cheong Street)   
Kweilin Street (between Un Chau Street and Fuk 
Wa Street)  
Yen Chow Street (between Yu Chau Street and 
Un Chau Street)  
Yu Chau Street (between Yen Chow Street and 
Nam Cheong Street) 
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101 
Jordan Nanking Street (between Parkes Street and Shanghai Street) 
Temple Street (between Jordan Road and 
Kansu Street)  
Nanking Street (between Nathan Road and 
Parkes Street)    
Pilkem Street  
Shanghai Street (between Jordan Road and 
Kansu Street)   
Bowring Street (between Parkes Street and 
Nathan Road) (Works in Progress)  
Saigon Street (between Woosung Street and 
Shanghai Street) (Works in Progress) 
Parkes Street (between Jordan Road and 
Woosung Street)   
Woosung Street (between Jordan Road and 
Kansu Street)   
Ning Po Street (between Nathan Road and 
Shanghai Street)   
Pak Hoi Street (between Nathan Road and 
Shanghai Street)  
Stanley N/A 
Stanley Main Street 
Stanley Main Road 
Stanley New Street 
N/A 
Sheung Shu N/A 
San Kung Street and  
San Hong Street (from Tsun Fu Street to 
Fu Hing Street)  
N/A 
Yuen Long N/A Yuen Long New Street N/A 
 
 
APPENDIX II – Detail Information of Retail Shops in Selected Study 
Area  
 
Sai Yeung Choi Street South (Pedestrian Street) 
Address:   
1 SAI YEUNG CHOI ST S, FOOK TAI 
BUILDING, G/F 
2L SAI YEUNG CHOI ST S, SUN KONG 
HOUSE, G/F 
1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 1 
2K SAI YEUNG CHOI ST S, SUN KONG 
HOUSE, G/F 
1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 2 
14 & 14A SAI YEUNG CHOI ST S, 
WING WAH BUILDING, G/F 
1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 3 
16 SAI YEUNG CHOI ST S, WING WAH 
BUILDING, G/F 
1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 4 
18 SAI YEUNG CHOI ST S, WING WAH 
BUILDING, G/F 
1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 5 
20 SAI YEUNG CHOI ST S, WING WAH 
BUILDING, G/F 
1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 6 
20A SAI YEUNG CHOI ST S, WING 
WAH BUILDING, G/F 
1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 7 
22A SAI YEUNG CHOI ST S, WING 
WAH BUILDING, G/F 
1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 8 
24 SAI YEUNG CHOI ST S, WING WAH 
BUILDING, G/F SHOP A2 
1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 9 
24 SAI YEUNG CHOI ST S, WING WAH 
BUILDING, G/F SHOP A3 
1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 12 
24 SAI YEUNG CHOI ST S, WING WAH 
BUILDING, G/F SHOP A4 
1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 13 
26 SAI YEUNG CHOI ST S, YUEN KING 
BUILDING, G/F EAST & WEST 
PORTION 
1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 14 
28 SAI YEUNG CHOI ST S, YUEN KING 
BUILDING, G/F 
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1A SAI YEUNG CHOI ST S PAKPOLEE 
COMMERCIAL CENTRE G/F SHOP 15 
30 SAI YEUNG CHOI ST S, YUEN KING 
BUILDING, G/F 
7 SAI YEUNG CHOI ST S, GOOD HOPE 
BUILDING, G/F  
32 SAI YEUNG CHOI ST S, YUEN KING 
BUILDING, G/F 
15 SAI YEUNG CHOI ST S, GOOD 
HOPE BUILDING, G/F 
34 SAI YEUNG CHOI ST S, YUEN KING 
BUILDING, G/F 
17 SAI YEUNG CHOI ST S, GOOD 
HOPE BUILDING, G/F 
36 SAI YEUNG CHOI ST S, YUEN KING 
BUILDING, G/F 
19 SAI YEUNG CHOI ST S, GOOD 
HOPE BUILDING, G/F SHOP A 42 SAI YEUNG CHOI ST S, G/F  
19 SAI YEUNG CHOI ST S, GOOD 
HOPE BUILDING, G/F SHOP B 44 SAI YEUNG CHOI ST S, G/F 
19 SAI YEUNG CHOI ST S, GOOD 
HOPE BUILDING, G/F SHOP C  46 SAI YEUNG CHOI ST S, G/F  
51 SAI YEUNG CHOI ST S, YAU SHING 
COMMERCIAL CENTRE, G/F SHOP B  52/54 SAI YEUNG CHOI ST S, G/F  
51 SAI YEUNG CHOI ST S, YAU SHING 
COMMERCIAL CENTRE, G/F SHOPS C 
& D  
56 SAI YEUNG CHOI ST S, G/F  
51 SAI YEUNG CHOI ST S, YAU SHING 
COMMERCIAL CENTRE, G/F SHOP G  
58 SAI YEUNG CHOI ST S, G/F & 
COCKLOFT & 60 SAI YEUNG CHOI ST 
S, G/F SHOP 1 & COCKLOFT  
51 SAI YEUNG CHOI ST S, YAU SHING 
COMMERCIAL CENTRE, G/F SHOPS 1 
& 2  
60 SAI YEUNG CHOI ST S, G/F SHOP 2 
51 SAI YEUNG CHOI ST S, YAU SHING 
COMMERCIAL CENTRE, G/F SHOPS 3 
& 4  
60 SAI YEUNG CHOI ST S, G/F SHOP 3 
55 & 57 SAI YEUNG CHOI ST S, G/F  60 SAI YEUNG CHOI ST S, G/F SHOP 4 
59 SAI YEUNG CHOI ST S G/F SHOP & 
59/61 SAI YEUNG CHOI ST S 
COCKLOFT  
60 SAI YEUNG CHOI ST S, G/F SHOP 5 
61 SAI YEUNG CHOI ST S, G/F SHOP  60 SAI YEUNG CHOI ST S, G/F SHOP 6 
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63 SAI YEUNG CHOI ST S, G/F  62 SAI YEUNG CHOI ST S, G/F  
65 SAI YEUNG CHOI ST S, G/F  64 SAI YEUNG CHOI ST S, G/F & COCKLOFT  
67 SAI YEUNG CHOI ST S, G/F & 
MEZZ  
66 SAI YEUNG CHOI ST S, G/F & 
MEZZ  
69 SAI YEUNG CHOI ST S, G/F & 
MEZZ  
68 SAI YEUNG CHOI ST S, G/F & 
MEZZ  
2Y SAI YEUNG CHOI ST S, TAT LEE 
COMMERCIAL BUILDING, G/F & 
COCKLOFT  
70 SAI YEUNG CHOI ST S, G/F & 1/F  
2W-2X SAI YEUNG CHOI ST S, G/F  72 SAI YEUNG CHOI ST S, G/F  
2T SAI YEUNG CHOI ST S, 
GRANCASTLE COMMERCIAL 
CENTRE, G/F SHOP A  
74 & 76 SAI YEUNG CHOI ST S, 
MONGKOK CITY CENTRE, G/F 
2T SAI YEUNG CHOI ST S, 
GRANCASTLE COMMERCIAL 
CENTRE, G/F SHOP B 
78 SAI YEUNG CHOI ST S, MONGKOK 
CITY CENTRE, G/F 
2R SAI YEUNG CHOI ST S, G/F 80 SAI YEUNG CHOI ST S, MONGKOK CITY CENTRE, G/F 
2P SAI YEUNG CHOI ST S, SUN KONG 
HOUSE, G/F 
84 SAI YEUNG CHOI ST S, MONGKOK 
CITY CENTRE, G/F 
2N SAI YEUNG CHOI ST S, SUN KONG 
HOUSE, G/F 
86 SAI YEUNG CHOI ST S, LUEN HING 
BUILDING, G/F & 1/F 
2M SAI YEUNG CHOI ST S, SUN KONG 
HOUSE, G/F 
88 SAI YEUNG CHOI ST S, LUEN HING 
BUILDING, G/F & 1/F  
 
 104
 
Fa Yuen Street (Control Street) 
Address:   
1 FA YUEN ST, HUNG HAY 
BUILDING, G/F SHOP 1  
73 FA YUEN ST, G/F & COCKLOFT & 
15E NELSON ST COCKLOFT  
1 FA YUEN ST, HUNG HAY 
BUILDING, G/F SHOP 2  
75/77 FA YUEN ST, FA YUEN 
COMMERCIAL BUILDING, G/F  
1 FA YUEN ST, HUNG HAY 
BUILDING, G/F SHOP 3  79 FA YUEN ST, G/F  
1 FA YUEN ST, HUNG HAY 
BUILDING, G/F SHOP 4  81 FA YUEN ST, G/F  
1 FA YUEN ST, HUNG HAY 
BUILDING, G/F SHOP 5 
83 FA YUEN ST, HONG NING HOUSE, 
G/F  
1 FA YUEN ST, HUNG HAY 
BUILDING, G/F SHOP 6  
85 FA YUEN ST, HONG NING HOUSE, 
G/F  
1K FA YUEN ST, G/F & MEZZ  87 FA YUEN ST, G/F & COCKLOFT  
3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 1  89 FA YUEN ST, G/F  
3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 2 - 3 
91/95 FA YUEN ST G/F & MEZZ & 91A 
& 95A FA YUEN ST 1/F  
3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 3  
97 FA YUEN ST, KING HING 
BUILDING, G/F SHOP A-1  
3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 4 - 5 
97 FA YUEN ST, KING HING 
BUILDING, G/F SHOP A-2  
3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 5  
97 FA YUEN ST, KING HING 
BUILDING, G/F SHOP A-3  
3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 6  
97 FA YUEN ST, KING HING 
BUILDING, G/F SHOP A-4  
3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 7  
18 FA YUEN ST, REJOICE COURT, G/F 
SHOP 1  
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3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 8 & 1/F  
19 FA YUEN ST, REJOICE COURT, G/F 
SHOP 2 
3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 9  
20 FA YUEN ST, REJOICE COURT, G/F 
SHOP 3 
3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 10  
18 FA YUEN ST, REJOICE COURT, G/F 
SHOP 4-6 
3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 11  60 FA YUEN ST, G/F  
3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 12  62 FA YUEN ST, G/F  
3/5 FA YUEN ST, HUNG WAI 
BUILDING, G/F SHOP 13  
64 FA YUEN ST, KAM DO MANSION, 
G/F & COCKLOFT  
7-9 FA YUEN ST, YUE WONG 
BUILDING, G/F  
64A FA YUEN ST, KAM DO MANSION, 
G/F & COCKLOFT  
9 FA YUEN ST, YUE WONG 
BUILDING, G/F  
66 & 68 FA YUEN ST, KAM DO 
MANSION, G/F & COCKLOFT  
11 FA YUEN ST, G/F (四海大廈) 70 FA YUEN ST, G/F  
11A FA YUEN ST, G/F (四海大廈) 72 FA YUEN ST, G/F  
19 FA YUEN ST, FA YUEN PLAZA, G/F 
SHOP 1, SHOWCASE, 1/F & 
LIGHTBOXES  
74 FA YUEN ST, G/F  
19 FA YUEN ST, FA YUEN PLAZA, G/F 
SHOP 2  76 FA YUEN ST, G/F  
19 FA YUEN ST, FA YUEN PLAZA, G/F 
SHOP 3  
76A FA YUEN ST, THE PLATINUM, 
G/F SHOPS 1-2  
33 FA YUEN ST, G/F  76A FA YUEN ST, THE PLATINUM, G/F SHOPS 3-9  
35 FA YUEN ST, G/F  78 FA YUEN ST, G/F SHOP A1  
 106
37 FA YUEN ST, KAM WONG 
BUILDING, G/F  78 FA YUEN ST, G/F SHOP A2  
39 FA YUEN ST, KAM WONG 
BUILDING, G/F FRONT  78 FA YUEN ST, G/F SHOP C  
39 FA YUEN ST, KAM WONG 
BUILDING, G/F REAR  78 FA YUEN ST, G/F SHOP D  
41A FA YUEN ST, PAK CHEUNG 
BUILDING, G/F  78 FA YUEN ST, G/F SHOP E  
41B FA YUEN ST, PAK CHEUNG 
BUILDING, G/F  80 FA YUEN ST, G/F  
41B FA YUEN ST, PAK CHEUNG 
BUILDING, G/F SIDE SHOP  82 FA YUEN ST, G/F  
43 FA YUEN ST, G/F  84 FA YUEN ST, G/F & MEZZ  
43A FA YUEN ST, G/F & COCKLOFT  86 FA YUEN ST, G/F  
43B FA YUEN ST, G/F  88 FA YUEN ST, G/F  
45 FA YUEN ST, YAN HONG 
MANSION, G/F & COCKLOFT  90 FA YUEN ST, STAIRCASE SHOP  
47 FA YUEN ST, YAN HONG 
MANSION, G/F & MEZZ  90 FA YUEN ST, G/F  
49 FA YUEN ST, GRANDVIEW 
BUILDING, G/F & COCKLOFT  92 FA YUEN ST, G/F  
51 & 53 FA YUEN ST, GRANDVIEW 
BUILDING, G/F & COCKLOFT  94 FA YUEN ST, G/F  
55 & 57 FA YUEN ST, GRANDVIEW 
BUILDING, G/F & COCKLOFT  94/96 FA YUEN ST, STAIRCASE SHOP 
61 FA YUEN ST, GRANDVIEW 
BUILDING, G/F & COCKLOFT  96 FA YUEN ST, G/F  
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63 FA YUEN ST, GRANDVIEW 
BUILDING, G/F & COCKLOFT  98 FA YUEN ST, G/F & COCKLOFT  
65 FA YUEN ST, GRANDVIEW 
BUILDING, G/F & COCKLOFT  
100 FA YUEN ST, PEONY COURT, G/F 
SHOP 1 & 1/F  
67 FA YUEN ST, GRANDVIEW 
BUILDING, G/F & COCKLOFT  
100 FA YUEN ST, PEONY COURT, G/F 
SHOP 2  
69 FA YUEN ST, GRANDVIEW 
BUILDING, G/F & COCKLOFT  
100B FA YUEN ST, LEE ON BUILDING, 
G/F  
71 FA YUEN ST, G/F & COCKLOFT  102 FA YUEN ST, LEE ON BUILDING, G/F  
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